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DIESEL RAILWAY TRACTION SUPPLEMENT 
The March issue of THE RatLway GAZETTE Supplement, 
illustrating and describing developments in Diesel Railway 
Traction, will be ready on March |, price 1s. 


TO CALLERS AND TELEPHONERS 
Until further notice our office hours are: Mondays to 
Fridays, 9.30 a.m. till 5.30 p.m. 
The office is closed on Saturdays 


ANSWERS TO ENQUIRIES 
By reason of staff shortage due to enlistment, we regret 
that it is no longer possible for us to answer enquiries 


involving research, or to supply dates when articles appeared 
in back numbers, either by telephone or by letter 


ERRORS, PAPER, AND PRINTING 
Owing to shortage of staff and altered printing arrange- 
ments due to the war, and less time available for proof 
reading, we ask our readers’ indulgence for typographical and 
other errors they may observe from time to time, also for 
poorer paper and printing compared with pre-war standards 
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Southern Railway Dividend Unchanged 


HE decision of the directors of the London Midland & 
Scottish Railway Company to.recommend payment of a 
dividend of 4 per cent. on the ordinary stock for 1945, in com- 
parison with 24 per cent. for each of the three previous years, 
had given rise to some optimism that the other railway 
companies might also make largely increased distributions. As 
we explained in our last week’s issue, however, the position of 
the L.M.S.R. is exceptional by reason of the large contingency 
reserve fund which has built up during the war. The directors 
of the Southern Railway Company are maintaining the divi- 
dend of 2 per cent on the deferred ordinary stock, and the 
preliminary figures which were issued last week show that this 
has been done at the expense of a smaller amount carried 
forward. On the Southern Railway the total net revenue for 
the year 1945 was £6,989,301, as compared with £7,000,052 
for the year 1944. The amount brought forward was £82,074, 
making the total available for distribution £7,071,375. After 
meeting interest and dividends on the pre-ordinary stocks, the 
amount available for the ordinary was £2,076,930; the sum of 
£67,795 is carried forward. 


* * * * 


G.W.R. Pays 5 per cent. on Ordinary Stock 


The directors of the Great Western Railway Company have 
recommended that the final dividend on the consolidated 
ordinary stock should be 3 per cent., making 5 per cent. for the 
year 1945, which compares with 44 per cent. for each of the 
three preceding years. This dividend is the highest paid by 
the company since 1930 and it is made possible by appro- 
priating £150,000 from the contingency fund and reducing the 
amount carried forward. -The net revenue for the year 1945 
was £6,943,585, or £3,456 more than for 1944. With £150,000 
from the contingency fund, and £311,975 brought forward, the 
sum available for distribution was £7,405,560. After interest 
and dividends on the pre-ordinary stocks, there was a balance 
of £2,415,791, which permits payment of a final dividend of 
3 per cent. on the consolidated ordinary stock, making 5 per 
cent. for the year, and leaves a balance to be brought forward 
of £269,305. The contingency fund now stands at £4,803,475, 
or £1,840,000 more than at the end of 1939. 


* * * * 


Mr. F. W. Lampitt 


The death of Mr. F. W. Lampitt on Tuesday last at the 
age of 64, who had been Chief Goods Manager, Great Western 
Railway, since July 1, 1942, is a very real loss to the com- 
pany. Throughout his career, since he joined the railway 
service in South Wales in 1896, he had been connected with 
the goods department of the railway business. He added to 
his wealth of experience a keen enthusiasm and a lively appre- 
ciation of the difficulties which the railways had to face, par- 
ticularly in the sphere of road competition. He was unexcelled 
in his function of securing business for the railway. He was 
an extremely practical man, and he was able to call on 
personal acquaintance with the varied conditions arising in 
widely separated areas served by the company, for very early 
in his career he served in various London depots, and after 
being at Paddington for some time, he went to Bristol. Later 
he was District Goods Manager at Liverpool, the most 
northerly district on the company’s system, where his arrival 
synchronised with an outstanding revival in Great Western 
traffic, and as a result of which Birkenhead Goods Station 
had to be rebuilt and the cross-river traffic reorganised. As 
Commercial Assistant to the Chief Goods Manager, he vir- 
tually inaugurated a new technique in outdoor railway repre- 
sentation. Mr. Lampitt was appointed Chairman of the 
Goods Managers’ Conference of the Railway Clearing House 
in April, 1945, and had been re-elected to serve for the current 
year. Last month he was elected Chairman of the Railway 
Executive Committee’s Goods Managers’ Committee. 


* * * « 


London Transport Revenue Higher 

The net revenue for the year 1945 available for the pay- 
ment of interest on the stocks of the London Passenger Trans- 
port Board was £4,687,352, which is £14,066 more than the 
net revenue for 1944. This increase was accounted for by 








186 


profits on the sale of investments and an exceptional credit 
arising out of adjustments relating to previous years. These 
items exceeded by £23,946 the corresponding amount brought 
into the accounts for the previous year, and there is a reduc- 
tion of £9,880 in the sum transferred from the “C” stock 
interest fund. The amount available for the service of London 
Transport “C” stock was £785,971, and the final payment on 
that stock was 1} per cent. actual, making, with the interim 
payment of 14 per cent., a total of 3 per cent. for the year, 
which is the same as that paid for 1944. The balance of 
£15,007 remaining after payment of this interest, is transferred 
to the London Transport “C” stock interest fund. 
La * * oe 


Belfast & County Down Railway 


Total net income of the Belfast & County Down Railway 
for 1945 was £40,285, compared with £77,255 in 1944. Goods 
traffic receipts declined by £17,170 to £62,104, and passenger 
receipts by £28,323 to £254,514. There was a slight increase 
in livestock traffic, receipts from which were £5,190 against 
£4,287 in 1944. Expenditure was lower by £22,521 at £484,462. 
A dividend has again been paid on the 4} per cent. “A” 
preference stock, but the directors regret that they are unable 
to make a distribution on the 5 per cent. and 4 per cent. prefer- 
ence stocks or on the ordinary stock. The General Manager 
of the Great Northern Railway (1), who in 1944 was appointed 
to act in an advisory and consultative capacity to the com- 
pany’s Committee of Management, undertook the general 
managership of both companies on April 21, 1945. The 
Mechanical Engineer of the G.N.R. (I) has also undertaken the 
post of Locomotive Engineer of the B. & C.D. in addition to 
his existing duties. A White Paper on public transport issued 
by the Government of Northern Ireland on January 8, 1945, 
envisaged the merging into a_ single undertaking of the 
Northern Ireland Road Transport Board, the Northern Coun- 
ties Committee (L.M.S.R.), the Northern Ireland portion of 
the G.N.R., and the Belfast & County Down Railway. 


* * * * 


Lifting the Statistical Blackout 


The Monthly Digest of Statistics* which in future is to 
be prepared vy the Central Statistical Office, in collaboration 
with the Statistics Divisions of Government Departments, will 
go a long way to lift the statistical blackout which has been 
in Operation since the beginning of the war. The aim is to 
bring together in summary form those statistics which provide 
an up-to-date picture of the changing pattern of economic 
activity of the country. The information is given under a 
number of headings, including employment; fuel and power; 
raw materials; manufactured goods; building; agriculture and 
food; external trade; merchant shipping; inland transport; 
finance; wages and prices. The statistics are presented in the 
form of time series and, in general, are given for each year 
since 1935, and for each month from the beginning of 1944. 
The inland transport section contains a good deal of informa- 
tion relating to traffic receipts and originating freight train 
traffic for the last two years in a new form. 


* + + * 
Variations in Railway Movements 


For the first time it is possible to see, from tables in the 
Monthly Digest of Statistics, the manner in which the weekly 
average of traffics has varied month by month for the last 
two years, on the controlled railway undertakings, and to 
appreciate, also, both the increase which has taken place as 
compared with pre-war years. and the changes which have 
taken place recently in railway loadings. In 1938 the weekly 
average of traffic receipts of the main-line railways and the 
London Passenger Transport Board were £3,625,000, whereas 
for 1944 they were £7,506,000, and in the four weeks ended 
December 30 last were averaging £6,444,000. Similarly, 
whereas freight train traffic originating on main-line railways :n 
1938 averaged 4.89 million tons a week, for 1944 the average 
had risen to 5.56 million. The latest four-weekly average given 
in this instance is that for the period ended November 4, 1944, 
when it was 5.10 million. Originating passenger journeys aver- 
aged 96.5 million in 1938, but for 1944 the average was 106.4 


* Price 2s. 6d. H.M. Stationery Office 
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million, and in September, 1945, it was 122.4 -million. 
Statistics are also given for loaded ‘train-miles, loaded wagon- 
mules, estimated ton-miles, and average length of haul, and in 
all cases the figures make interesting reading, although it jis 
difficult to relate them to any definite trend. 


* * : “ 


Road Transport Arguments against Nationalisation 

The Road Haulage Association has already issued a general 
statement of the case against nationalisation of road trans- 
port; it has now published a booklet intended primarily for 
serious students. The booklet has the title “ Road Transport, 
Enterprise or State Monopoly—Twenty Questions 
Answered,” and is similar in its presentation to the booklet 
which was issued by the main-line railway companies, 
“ Answers to Questions and Statements,” and from which we 
have quoted extensively on our Scrap Heap page. In large 
part the Association derives its replies to the questions from 
statements which have been made by the advocates of 
nationalisation. The reports of the National Executive Com- 
mittee of the Labour Party and of the Trades Union Congress 
are quoted freely, to show where the proposals of these bodies 
lead. It is demonstrated that total nationalisation of the 
haulier would soon be followed by limitation of the right 
of any trader to carry his own goods in his own vehicles. 
The oft-quoted example of the Post Office does not consti- 
tute a good argument in favour of nationalisation, for there 
is no yardstick by which its efficiency may be measured. Its 
rates structure is comparatively simple, but recent increases in 
postal rates have been of the order of 150 per cent. and 300 
per cent. for letters and postcards, and against these advances 
there has been no means of effective appeal. 


Free 


, 


* * * * 


Road-Rail Transport Problem on the Gold Coast 

The Road-Rail Transport Committee appointed last April 
to deal with road and rail problems, has issued its report. 
This holds that in the case of a Government railway such as 
the Gold Coast Railway, the principle of rating according to 
what the traffic can bear should give way in the public interest 
to charging the lowest possible rate consistent with efficient 
transport and the avoidance of subsidies from taxation. The 
Committee does not consider that the railway should attempt 
to operate road services, nor does it find that traffic demands 
justify any further railway construction. Local conditions 
make it impracticable to define by licence the road services that 
may be operated; on main long-distance routes, on the other 
hand, it is suggested that the experiment of licensing should be 
attempted, and a scheme is outlined for this purpose. The 
Committee consisted of Mr. H. L. G. Gurney, Colonial Secre- 
tary (Chairman); Mr. C. R. Turner, General Manager, Gold 
Coast Railway; Amanfi III, Omanhene of Asebu (representative 
of the Joint Provincial Council); Mr. R. I. Edwards, President, 
Accra & Eastern Province Chamber of Commerce; Mr. Hugh 
Thomas, Secretary, Gold Coast Chamber of Mines; Mr. 
J. C. L. Taylor, Acting Director of Road Transport; and 
Kwame Frimpong II, Adontenhene of Kumasi (representative 
of the Ashanti Confederacy Council). 


* * * * 


Work and Wages 


In moving the adoption of the revenue and expenditure 
estimates of the Kenya & Uganda Railways & Harbours 
recently, Sir Reginald Robins, General Manager, stressed the 
importance of output if wages are to provide the standard of 
living desired for the African staff. Raising rates to permit the 
payment of higher wages, he said, would do more harm than 
good to the African population as a whole. Some industries, 
including agricultural ones, would close down, resulting in 
unemployment, reduced railway traffic, and a consequent 
decrease in railway staff. The management of the Adminis- 
tration was under the obligation of operating the system on 
business lines, which meant that wages must be in accordance 
with services rendered. If the African employees, and others, 
would increase their output and lessen the need for intensive 
supervision, he would be the first to put up proposals for 
better wages. Sir Reginald said that in spite of the heavy fall 
in revenue reflected in the estimates, he decided there was no 
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justification for increasing rates or charges. The low rates 
for the transport of military requirements were of direct 
assistance to the British taxpayer. 


= * % * 


A Notable Signalling Concentration 

In the signalling of large passenger stations the approaches 
require just as careful consideration as the complicated net- 
work of running lines usual at the entrances to the platforms; 
and for a proper co-ordination of train movements it is 
desirable to bring the largest practicable area of the approach 
lines under the direct control of the station signal box. British 
examples of this practice that occur to mind are to be seen at 
London Bridge, Southern Railway, and at St. Enoch, Glasgow, 
L.M.S.R. The possibilities of C.T.C. for extending the area 
under control, or supervision, also have been under discussion 
recently. In view of this general tendency to extend the area 
of control, the installation at the new Central Station at 
Montreal, Canadian National Railways, described elsewhere 
in this issue, is of particular interest. Here, in addition to the 
station itself with its’ sixteen platform roads, the relay inter- 
locking controls the working on the approach lines over a total 
of nine route miles. The signalling layout is so designed 
that operation throughout this extensive area, involving a total 
of some 800 main-line and shunting movements in the day, 
is regulated from the central control panel by no more than 
three men—a train director and two signalmen. The details 
of this installation will be of considerable interest to traffic 
officers and signal engineers alike. 


* * * * 


A Remarkable Streamliner Success 

On February 2, 1939, the Seaboard Air Line of the United 
States put into service a diesel-hauled streamline train of seven 
coaches, carrying the equivalent of British third class pas- 
sengers only between New York and the Florida coast resorts; 
the Atlantic coast, and service in each direction was provided 
on every third day. By December, 1939, two additional 7-car 
trains had been obtained, so that daily service became possible; 
a year later sufficient additional stock had been procured to 
turn each train into a 14-coach formation, with a total of 42 
cars in use. ~* By the spring of 1941 the demand for Pullman 
sleeping accommodation had become so great that at the end 
of the winter season Pullman sleeping cars were added to the 
formation, and the next winter an “ Advance Silver Meteor ” 
had to run ahead of the main train to handle the traffic. From 
May, 1943, two sections of the train have run daily in each 
direction, one to and from Miami to serve the east coast of 
Florida, and the other to and from St. Petersburg and the 
west coast resorts; the original seven cars have expanded to 
87 coaches and Pullmans in daily service. From the first 
introduction of daily service, the total train-miles run annually 
by the “Silver Meteor” trains has grown from 113,749 to 
579,809, and the 2verage passenger complement of each train 
from 192 to 426; the average net revenue earned by all six 
trains now in use has increased from $1.85 to $5.68 for every 
mile covered. 


Politeness Pays 

A characteristic of wartime slang was the number of phrases 
coined to represent a soured and petulant frame of mind. 
To be “browned off” or one of its many variants was a 
common experience, and persons in that condition lose some 
of their native readiness with the soft answer than turneth 
away wrath. Suspecting the prevalence of a wartime hang- 
over, the Southern Railway has issued to all members of its 
Traffic Department a personal message from the Traffic Man- 
ager, Mr. R. M. T. Richards, in which guidance is given on 
cultivating good relations with the public by a courteous and 
cheerful demeanour. We quote extracts from it in our “ Scrap 
Heap” page this week. Members of the staff are urged to 
learn the answers to common questions and to find out where 
to refer the less usual ones, taking care to explain why such 
reference is sometimes necessary so that the customer does not 
feel he has been merely “ passed to you, please.” In general, 
the advice given improves on the classic nursery precept of 
counting ten before answering an awkward question. 
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Great Western Railway Company 


io full report and accounts of the Great Western Railway 
Company for 1945 again are issued in the modified form 
approved by the Minister of War Transport. It is stated that 
discussions are proceeding with the Government in respect 
to the war damage claim of the railway group and its con- 
tribution in respect thereof, which will not exceed 50 per 


cent. of the total claim. Although the liability of the G.W.R. 
is not yet known, the indications are sufficient to enable the 
directors to be satisfied that the company has ample free 
resources to meet it. If ultimately it should be considered 
desirable to liquidate the amount over a period of years 
from net revenue, the effect will not be appreciable. Mean- 
while no specific allocation has been made in the accounts. 
The report recalls that in December last the Government issued 
a White Paper, stating that it had decided that air transport 
services of the United Kingdom should be placed under 
national ownership and control, and that payment would be 
made for physical assets taken over from air lines operating 
on November 1, 1945, but no payment would be made as com- 
pensation for goodwill. This change of policy will exclude the 
main-line railway companies from becoming partners in the 
new organisation. Endeavour is being made to overtake the 
large arrears of maintenance and renewals work which accu- 
mulated during the war. The completion of the North Acton 
to Ruislip electrification scheme is being pressed forward, and 
other development schemes suspended at the outbreak of war 
are being revived, so that the necessary work can be put in 
hand with the least possible delay when labour and material 
become available. Preliminary arrangements also are being 
made to carry out extensive works of modernisation and 
development as soon as circumstances permit. During the 
year the trade unions submitted far-reaching claims for 
increased rates of pay and improvements in conditions of ser- 
vice. The claims were considered by the Railway Executive 
Committee and a settlement was effected providing for mini- 
mum rates (including a war advance of 28s.) of 87s. per week 
for wages grades in London, 85s. in industrial areas and 84s. 
in rural areas, with revised rates for the higher grades. The 
agreement also provides for a guaranteed week for workshop 
staff, enhanced payment for Sunday duty, and increased annual 
leave. Approximately 2,000 of the staff who served with the 
Forces had returned to the company by the end of the year. 
The number still serving on December 31 exceeded 12,000. 
Results for the last three years are summarised below:— 


1943 1944 1945 
£ £ £ 

Total expenditure on capital account... 188,009,860 187,979, 184 188,281,405 
Joint lines—Company’s proportion 

net revenue ... sah dhe oe 142,273 142,273 142,273 
Miscellaneous receipts (net) ... 269,379* 269,299* 272,982* 
Net revenue aaa int a 6,939,982 6,940,129 6,943,585 
Interest on loans and debenture stocks 1,649,854 1,649,855 1,649,855 
Dividends on rentcharge, guaranteed, 
_ and preference stocks wen a 3,339,914 3,339,914 3,339,914 
Balance after payment of preference 

dividends . ao ie ae 1,950,214 1,950,360 1,953,816 
Dividend on ordinary stock ... 1,931,838 1,931,838 2,146,486 
Rate per cent. ... ode ose ana 4} 44 5 
Appropriation from contingency fund -— 150,000 
Surplus or deficit (-+- or —) <i 18,376 18,522 — 42,670 
Balance brought forward from pre- 

vious year... Sia “i pig 275,077 293,453 311,975 
Balance carried forward to subsequent 

year wa “<6 eins «és 293,453 311,975 269,305 


* Other than those included in financial arrangements with the Government 


Dividends on the ordinary stock for the past ten years 
have been as follow:— 


1936 1937-1938 -1939 1940 194119421943 19441945 
3 4 4 3} 4 4 44 444g 5 
Miscellaneous receipts (net) from interest and dividends 

derived from investments in other undertakings included 
£231,967 from investments in associated bus companies com- 
pared with £231,966 in 1944, and also £39,728 (against £35,823) 
from Hay’s Wharf Cartage Co. Ltd. The balance sheet shows 
a total payment by the company of £18,266,851, compared with 
£16,400,783 a year previousiy, to the trust fund in respect of 
arrears of maintenance in terms of the railway contro] agree- 
ment. The item “miscellaneous accounts,” which includes 
provision for arrears of maintenance other than amounts allo- 
cated to renewal funds, is shown as £17,111,465 against 
£13,746,146 a year earlier. 
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London Midland & Scottish Railway Company 


; er full report for the year 1945 of the London Midland 
& Scottish Railway Company is again issued in the 
abbreviated form authorised by the Ministry of War Transport. 
The net revenue for the year was £16,218,741, which compares 
with £15,679,214 for the previous year. In the figures for 1945 
there is included £519,000 arising from the accounts of earlier 


years, and after transferring £500,000 from the contingency 
fund, and meeting interest on debenture stocks, the balance 


available for dividend including £72,608 brought forward from 


1944, is £12,352,179. During the previous five years £1,900,000 
was transferred out of net revenue to meet wartime con- 
tingencies and added to the contingency fund. One of the 
reasons for this was the unknown liability for war damage 
contributions. The transfer of £500.000 from this fund in 


1945 leaves a balance therein of £2.095,568, and the board 
considers that this balance should be retained until the liability 
for, and the incidence of, the war damage contribution to the 
company can be more clearly seen. After payments at the 
full rates on the guaranteed and preference stocks, and the 
payment of a dividend of 4 per cent. on the ordinary stock, 
against 2} per cent. for the previous year, the amount carried 
forward is £69,698. 

Dividends on the ordinary stock for the past ten years 
follow:— 


1936 1937 1938 1939 1940 1941 1942 1945 


14 if oN OIG i} 2 i 2 3 4 
Results for the past three years are given in the following 
comparative table:— 


1943 1944 


1943 1944 1945 
£ £ £ 

Total expenditure on capital account ... .. 462,853,797 462,763,212 462,932,107 
Joint lines—Company’s proportion of net 

revenue iS: ses 112,725 112,725 112,725 
Miscellaneous receipts (net) *776,342 *766,929 *895,839 
Net revenue ; me 15,685,609 15,679,214 16,218,741 
Interest on debenture stocks ... ee .. 4,439,170 4,439,170 4,439,170 
Dividends on guaranteed and preference stocks 8,474,383 8,474,383 8,474,383 
Balance after payment of preference dividends 2,772,056 2,765,661 3,305,188 
Dividend on ordinary stock 2,380,061 2,380,061 3,808,098 
Rate percent. ... on 24 2+ 4 
Appropriation from contingencies fund 500,000 
Wartime contingencies . ons nlx 400,000 400,000 
Surplus or deficit (++ or = 8,005 —14,400 2,910 
Balance brought forward from previous year.. 95,013 87,008 72,608 
Balance carried forward to subsequent year ... 87,008 72,608 69,698 


* Other than those included in financial arrangement with Government 

The miscellaneous receipts (net) include interest and divi- 
dends from investments in other undertakings, general 
interest, cnd profit on the working of the Northern Counties 
Railway (Ireland). The profit on this railway was £282,851 
in 1945, compared with £225,758 in 1944. The return from 
passenger road undertakings was £508,885 against £450,203, 
and from associated road goods undertakings £57,017 against 
£53,112. 

The balance sheet shows that payment to the trust fund in 
respect of arrears of maintenance, in terms of the Railway 
Control Agreement, amounts to £34,688,614, compared with 
£28,949.982 a year before. 


« * 


Great Northern Railway Company (Ireland) 


i oe report of the Great Northern Railway (Ireland) for 

the year 1945 shows that gross receipts from the railway 
amounted to £2,947,629, a decrease of £75,645 in comparison 
with 1944. Railway expenditure was £2,539,166, an increase 
of £142,131, of which £89,515 represented the greater cost 
imposed on the company under the headings of salaries and 
wages and of locomotive fuel. The remainder of the increase 
in expenditure was due mainly to a general rise in the prices 
of other indispensable supplies and materials. The ratio of 
traffic expenditure to total traffic receipts was 87 compared 
with 79-76. Net receipts from railway working declined from 
£626,239 to £408,463. Road transport net receipts rose from 
£49,315 to £79,663, but the profits on hotels and refreshment 
rooms and bars fell from £20,294 to £14,197, although the 
gross receipts were £198,638 as compared with £173,213 in 
1944. Provision for E.P.T. and income tax is £170,156 
(against £315,303) and an allocation of £33,000 (compared with 
£58,000) is made to reserve for arrears of maintenance and 
contingent liabilities. The ordinary dividend for the year is 
again 2} per cent. but the bonus is reduced from 1 per cent. 
to + per cent. The amount carried forward is £28,568 which 
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compares with £22,821 brought in. The table below compare; 
the general financial position in the past two years :— 

















1944 1945 
£ 

Total expenditure on capital account ... 10,699,939 10,725,697 
Gross receipts from businesses ... 3,392,305 3,388,238 
Revenue expenditure on ditto ... 2,696,457 2,885,915 
Net receipts on ditto 695,848 502,323 
Miscellaneous receipts (net) , 75,599 
Total net income ... 764,731 577,92 
Tax, interest, rentals and ‘other fixed charges. 494,882 335,917 
Dividends on guaranteed and —— stocks 114,738 114,738 
Dividend on ordinary stock 101,267 101,267 
Bonus on ordinary stock * a mn ea 40,507 20,253 

Rate per cent. dividend ... cox sep oe nee 24 24 

Rate per cent. bonus... os aes Bes sos 1 ; 
Surplus ‘és Pee 13,337 6,747 
Brought forward ... 9,484 22,821 
Carried forward ... 22,821 28,568 
Ordinary passenger receipts in all three classes showed 
improvement and in total were £1,257,430 compared with 
£1,239,778. On the other hand all classes of season ticke 





revenues were lower, bringing the aggregate from this source 
down to £137,105 against £150,808. Workmen’s | tickets 
yielded only £20,281 in comparison with £34,136. Total pas- 
senger train receipts were £1,610,274 (£1,604,410) and _ repre. 
sented 56-38 per cent (compared with 54°48 per cent.) of total 








traffic receipts. Goods traffic receipts were £1,245,806 
compared with £1,340,446. 
* * * *” 






Catering, Holiday, and Tourist Services 


i lee Catering Wages Commission, which was set up under 
the Catering Wages Act of 1943, has just presented the 
Minister of Labour with a further addition to the lengthy list 
of reports which it has already made to him. This report 
deals with the development of the catering, holiday, and tourist 
services, in which matter the railway companies are very keenly 
interested. The first part of the report deals with a scheme, 
mooted in an earlier report on the rehabilitation of the catering 
industry, for providing financial assistance to those in the 
industry whose capacity for resuming business had_ been 
crippled by the war. The basis of the scheme was the estab- 
lishment of a fund for guaranteeing bank loans to such persons 
and it was proposed that the fund should be built up from 
the proceeds of a sleeper tax of 1d. or 2d. per person per night, 
plus a small annual charge on all catering establishments 
Despite the publication of its tentative proposals, the Com- 
mission states it has received virtually no response except from 
organisations wiih which it was previously in touch. In these 
circumstances it feels it would not be justified in examining 
the proposals further at present. 

Turning to the long-term problem of the means for meeting 
the requirements of the public, including, in particular, those 
of visitors from overseas and for developing the tourist traffic, 
it recommends the establishment of a statutory National Travel, 
Holiday & Catering Board for Great Britain to promote the 
development of the country’s travel, holiday and catering ser- 
vices. This board would work through two parallel organisa- 
tions, one to be known as the Catering Development Associa- 
tion and the other, to be styled the Travel Association. 
consisting of the present Travel Association of Great Britain 
& Ireland, which should be merged into the board for this 
purpose. The Commission proposes that the Catering Develop- 
ment Association should be financed by a statutory contribu- 
tion of 10s. a year from all catering establishments which cater 
for the general public, and that the funds for the Travel Asso- 
ciation’s work should be derived, as now, from voluntary sub- 
scriptions from the interests concerned, with an equal sum 
contributed by the Government, instead of £1 for every £2 
voluntarily subscribed, which is the present basis. 

Although the functions of the Travel Association are obvious. 
those of the Catering Development Association include such 
general objects as acting as a co-ordinating link between 
Government Departments and the industry, promoting research 
into matters affecting the industry, giving advice on matters of 
management and costing, and the preparation of a compre: 
hensive list of hotels and boarding houses. Recommendations 
are made regarding such matters as the supply of liquor with 
mid-day meals, the general standard of cooking, the need for 
improvement in hotel amenities, furnishings, service, and 
reception, the desirability of the Government, local authorities. 
and the Catering Association collaborating in the development 
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of holiday camps and national parks, and the collation of 
statistics Of tourists visiting the country. 

So far as the development of tourist travel to the country is 
concerned, the Commission feels that no postive action should 
be taken immediately to induce overseas visitors to come here 
solely for the purpose of holiday making, but plans should be 
completed and machinery set up in readiness for the time when 
we shall want large numbers of visitors from overseas and 
when we shall be in a position to receive them. In this con- 
nection the Commission suggests that the National Catering 
Board might be charged with the responsibility of co-operating 
with the authorities concerned in making London an inter- 
national centre for the fine arts, music, and the drama. It is 
of interest, however, that it suggests, in addition to “ back- 
ground” publicity designed to “sell” Britain as a business 
and holiday centre, more specific publicity should be carried 
out by the individual interests concerned; for example, by 
railways, shipping, air, and road transport interests, but that 
these efforts should be co-ordinated through the Travel 
Association. 


* x * * 


U.S.A. Railway Operations in 1945 


| iw annual statistical and outlook number of our American 

contemporary, the Railway Age, was published on Janu- 
ary 5. As usual this special issue contains a masterly review 
of railway operations in the previous twelve months by Dr. 
Julius H. Parmelee, Director, Bureau of Railway Economics. 
A mass of information about the Class 1 railways is con- 
densed into a series of 19 tables relating to revenue, expendi- 
ture, labour, traffic trends and operating results. Figures for 
1945 are in most instances preliminary, but the operating 
statistics are dependable and we propose to deal with a few 
of them as from an operating standpoint. 1945 offered many 
difficult problems. Manpower and materials shortages, bad 
weather, limited equipment and sharp changes in transport 
requirements were the principal factors in the railway situation. 

Dr. Parmelee remarks that, although no single statistic 
combines all the efficiency and economy factors in freight ser- 
vice, the one that comes closest to doing so is “average 
ton-miles per freight-train hour.” This average, by reflecting 
the effects of load and speed, is a reliable measure of trans- 
port output. By this gauge, output has increased by 140 per 
cent. over the past 25 years. Net ton-miles per freight-train- 
hour rose from 7,300 in 1920 to 17,670 in the first 10 months 
of 1945. On the British railways the average net ton-miles 
worked in a train engine-hour were rather short of 1,000 
in each of the six years before the war—a small figure com- 
pared with the American, even after allowing for our long ton 
and possible differences in methods of computation. Our 
wartime results have not been made known, but in the pre- 
vailing circumstances there can hardly have been any striking 
variation. 

A sharp change in the trend of ton-miles took place in 
America last year. In 1944 this basic statistic reached a new 
peak of 737,246 millions, considerably more than twice the 
number of ton-miles handled in 1939. Last year saw a 
decrease of 14 per cent. to VE-Day, of 44 per cent. between 
VE-Day and VJ-Day and of 18 per cent. in the four months 
September to December, making a decrease of about 8 per 
cent. over the twelve months to 680,000 millions. This figure 
divided by 25 might approximate to the ton mileage operated 
by the British railways in 1945. 

American passenger miles also were a record in 1944 at 
95,549 millions. There was a fall by over 4 per cent. to 
91,000 millions last year, but that figure was still four times 
the 1939 total for the U.S.A. and is estimated to be about 
three times the British aggregate for 1945. The average 
daily mileage of American passenger locomotives was over 
220 during each of the three years 1943 to 1945. Just before 
America entered the war the daily mileage was 190. The 
average speed of passenger trains was then 37 miles an hour, 
but declined slightly during the war years because of the 
greater density of traffic. 

The average freight locomotive in the States covered 120 
miles a day in 1945 as compared with 104 in 1939 and no 
more than 89 twenty-five years ago. The average freight wagon 
was moved a distance of 51 miles a day, or 15 miles more than 
it travelled in 1939. On the other hand, the average speed of a 
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freight train at 15.7 miles an hour was a mile an hour below 
the 1939 level, but 5 miles an hour above 1920. The 1945 
freight train load consisted of 1,140 tons, 40 per cent. more 
than the 1939 load and 61 per cent. above 1920. The wagon 
load of 32 tons was 5 tons above the 1939 figure. This 
improvement in loading alone prevented wagon shortages, 
which were persistent during the past two years, from hamper- 
ing the war effort to a serious extent. In this country the 
average wagon load hovered between 7 and 8 tons during the 
war years as it did in peacetime, while a train load of 156 
tons in 1943 was 25 tons more than the 1937 average. 

American freight rates were no higher than they were five 
years ago and about one fourth below what they were in 1920. 
Average revenue per ton-mile has increased slightly during 
the war period owing to the growing proportion of finished 
goods carried, but at 0.968 cents was still low last year. 
The heavy volume of traffic, however, enabled the railways to 
earn a return of 3.5 per cent. on their property investments. 
In 1942 the rate of return was 5.5 per cent., but the number 
of employees was 150,000 less in that year and wages have 
been advanced since; price levels also have risen. Further 
increases in wages and prices may occur this year and the 
cost of social services is mounting. Other transport agencies 
too may soon be able to compete for business on a pre-war 
scale. Happily the railways are emerging from the stress and 
strain of the war years in fairly good physical condition. They 
are determined to use all possible means to meet every 
difficulty by improving their services to the public and increas- 
ing the efficiency of their operations. The success of the rail- 
ways will, Dr. Parmelee concludes, depend largely on the trend 
of production and employment in the United States. 


* * * * 


St. Louis Union Station, U.S.A. 


HE jubilee of the St. Louis Union Station, one of the largest 
railway terminals in the world, was celebrated in Septem- 
ber, 1944. To commemorate the occasion the Terminal Rail- 
road Association of St. Louis produced a very attractive bro- 
chure under the title “ Fifty Years of Transportation, 1894- 
1944,” which, with its excellent illustrations, furnishes a history 
of a great undertaking. In accordance with common practice 
in the U.S.A. the terminal station at St. Louis, which is used 
by more than one railway, is owned by a separate terminal 
company which charges a rent to the users. St. Louis, is served 
by nearly a score of railways and the marshalling yards involve 
some 400 miles of track. 

Originally the key to the transport position at St. Louis was 
the great St. Louis Bridge, better known as Eads Bridge after its 
designer, Captain James B. Eads. This great structure, 6.442 ft. 
long, was opened on July 4, 1874. The foundation stone of 
the present St. Louis Union Station was laid on July 8, 1893, 
and by September 1, 1894, it was ready for use. An additional 
bridge, known as the Merchants Bridge, 4,549 ft. long, was built 
across the Mississippi. etween 1902 and 1904 the railway 
facilities at St. Louis were expanded and included new power 
houses, hump yards, and station improvements. 

Some idea of the importance of the St. Louis Union Station 
will be gathered from the fact that during 1943 it was used 
by about 100,000 persons daily. Every day some 200 passenger 
trains move in and out of the great train shed. This shed, 
one of the largest in the world, is 606 ft. wide and 810 ft. long, 
and contains tracks which total more than six miles in length. 
The station buildings, including the train shed, cover more than 
13 acres. The total area, including buildings and yards, 
amounts to 73 acres. A feature of the station is the Midway, 
a hall 606 ft. by 60 ft., linking the station buildings with the 
tracks in the train shed. 

The station control tower is a brick-built, air-conditioned 
structure housing an electro-pneumatic interlocking machine, 
which is the largest of its type in the world. In the operating 
room of the control tower is a large track diagram giving 
visual indications of all train movements on the 42 tracks 
leading into the station. The amount of traffic handled at St. 
Louis is considerable; in 1943 the Terminal Railroad Association 
handled 3,088,895 wagons. In addition the railroad moved 
72,621 passenger trains with 660,906 coaches, carrying more 
than 22,000,000 passengers. Some 5,000 employees and 101 
steam and 33 diesel locomotives were engaged. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Pilfering on Railways 


Essex House, Essex Street, 
Strand, W.C.2. February 11 
To THE EDITOR OF THE RAILWAY GAZETTE 

Sir,—I think Mr. W. E. Wallis’s proposition that the 
expressed by a puppet should be prima facie taken as 
those of the puppet-master personally would be unduly 
pering the fiction writers. 

I can assure Mr. Wallis that I realised that Mr. Pratt’s letter 
was meant to be funny, but I think that a man can be as self 
revealing when uttering a jest when making a serious 
statement. 

From Mr. Wallis’s letter I learn—without surprise—that the 
railways would be grateful to me if I could offer a real 
solution of the pilferage problem. So they ought. 

Yours faithfully, 
KENNETH BROWN 


Inner and Outer Circles 
60a, 


views 
being 
ham- 
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Green Lane, 
Northwood. February 6 
TO THE EDITOR OF THE RAILWAY GAZETTE 

Sir,—The name “Inner Circle” rather than “ Circle” was 
the official description of the Metropolitan and Metropolitan- 
District roundabout in the days of steam trains. “The 
Improved District Railway Map of London” 3rd Edition, 
published late in 1884, gives on the inside cover a summary 
of train services and shows stations on the “Inner Circle” 
from Mansion House to Mansion House; on the ‘“ Middle 
Circle” from Mansion House to Aldgate; and on the “ Outer 
Circle’ Mansion House to Broad Street. 

The “I” and “O” referred to by your correspondent in 
your issue of February 1, indicate Inner and Outer Rail, not 
Circle, and were a direction for travelling on the “ Inner 
Circle.” A few tickets were marked “E,” to show that travel 
was allowed in either direction, e.g., Notting Hill Gate to 
Mansion House, either via Victoria or Moorgate Street. 

Bradshaw of October, 1885, under the heading of “ Inner 
Circle,” gives the stations from Mark Lane to Aldgate and the 
minutes after leaving Aldgate (70 minutes completed the 
journey), and, on the same page, the “outer rail down” and 
“inner rail up” trains of the “Inner Circle” are given. 

I find also that the Diamond Jubilee pamphlets of the 
Metropolitan and of the District Railway refer to the line in 
question as the “Inner Circle.” 

Yours faithfully, 
REGINALD B. FELLOWS 


64, Martyrs’ Field Road, 
Canterbury. February 2 
To THE EDITOR OF THE RAILWAY GAZETTE 

Sir,—Your correspondent signing himself “ Metropolitan,” 
in The Railway Gazette for February 1, seems to have got his 
information a little bit mixed. The term “ Inner Circle” is per- 
fectly correct. At one time there were three “ Circle” services, 
Inner, Middle and Outer; only the Inner Circle remains. 

The Middle Circle was operated by the G.W.R. and ran from 
Mansion House to Moorgate, via Addison Road. A G.W.R. 
locomotive was invariably used on these trains, but coaches 
were sometimes provided by the Metropolitan District Railway. 

The Outer Circle was run with stock provided by the 
L.N.W.R., and trains ran from Broad Street to Mansion 
House, via Hampstead Heath, Willesden Junction, Addison 
Road, and Earls Court, using tracks of no less than five 
different railways: L.N.W.R., North London, West London, 
West London Extension, and M.D.R. 

The Inner Circle was run by the Metropolitan and District 
Railways, each providing half the rolling stock and locomo- 
tives. It was the only “Circle” service where the trains could 
run continuously round without having to reverse, and was 
thus the only true “ Circle.” 

With the introduction of electric traction, the Outer and 
Middle Circles were crowded out of the section from Earls 
Court to Mansion House, and eventually disappeared. There 
was some talk of a reorganisation of London Transport ser- 
vices in 1935, and of elimination of the Circle service from 
the District lines, but this did not come to pass. However, 
since the present Circle line is the only one that has not 
received new equipment, it seems as if the London Transport 
authorities do not regard it in a very favourable light. 

The “I” and “O” to which your correspondent refers, 
stand for Inner and Outer Rail, and these terms are still used. 
Outer Rail trains run clockwise (via Mansion House, Victoria 
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and Paddington); -Inner Rail trains run anti-clockwise (yjg 
Mansion House, Moorgate, and Baker Street). 

The photographs you have reproduced of the building of the 
Circle line are very interesting. On this point I heartily agree 
with “ Metropolitan.” May I venture to suggest that when 
the series is completed, you publish it as a separate booklet, 
I am sure this would be popular not only with the * railway. 
minded,” but with all who are interested in London past and 
present. 

Yours faithfully, 
ARTHUR G. WELLS 


The Running Man’s Ideal Locomotive 


7, Birch Grove, Bilton, 
Harrogate. February | 


To THE Epitor OF THE RAILWAY GAZETTE 
Sir,—I read with considerable interest the article in The 
Railway Gazette for January 25 by Colonel Topham on “ The 


Running Man’s Ideal Locomotive,” and from my interpretation 
of his remarks he appears to generalise on practice on both 
home and foreign railways. I should like, therefore, to put 
forward a footplate man’s point of view on, this vexed 
question. 

rhe first suggestion, that the Running Department be respon- 
sible for locomotive design, is very sound, as the Running 
Superintendent knows the exact conditions under which the 
proposed engine will operate and the repair equipment and 
facilities available for quick turn-round at each depot. On 
the other hand, a C.M.E. in designing a locomotive calculates 
that certain parts will not require attention between general 
overhauls, and so does not always place them in a position 
that is accessible for the running shed when the engine is 
completely assembled. Thus, in the event of premature 
failure the loco. may be out of traffic for a considerable time 
for quite a minor repair, the time being lost not on_ the 
actual job, but on dismantling and re-erecting other parts, 
There must be scores of cases where a few seconds’ thought in 
the drawing office would save a large amount of time and 
expense in the running shed. 

[he greatest interest of footplate men is centred on the 
design and arrangement of cabs and fittings, which even on 
some modern designs and recent rebuilds leave a lot to be 
desired. The multi-valve regulator is an advantage because 
of ease of operation, if properly designed, and also the 
absence of a gland to blow in the cab. The handle should 
be arranged so as to be easily operated by the driver when 
comfortably seated in a look-out position without muscular 
strain. A duplicate regulator handle at the fireman’s side is 
not essential and on some modern designs is extremely dan- 
gerous to that worthy if opened or closed suddenly. All con- 
trols belonging to the driver should be easily operated from 
his position without having to leave his seat. I have never 
seen a cab arrangement above criticism in this respect. Do 
present day locomotive engineers confine their attention to 
efficient front-end design and consider of negligible importance 
the comforts of the enginemen, which have a good deal to do 
with the popularity of a locomotive and resulting efficient 
working and economy? 

At the driver’s side should be regulator, reversing gear (not 
jammed into the driver’s knees, either); sanding controls for 
both forward and backward running (where fitted); cylinder 
cock gear; brake valve (low down to permit unobstructed 
forward vision); brake gauges of large diameter and with large 
numerals for easy reading in bad light (these gauges to be at 
eye level, not up in the roof or on top of the boiler to get 
sooted up); jet or blower control (this to be duplicated at 
fireman’s side); and the whistle control (also duplicated at 
the fireman’s side) within easy reach; also any standard fit- 
tings of the company which are the responsibility of the 
driver such as sight feed or fountain lubricators. 

At the fireman’s side should be all steam valves and controls 
for both injectors, care being taken not to fit injectors behind 
cab steps, this being a common fault, causing joints to blow 
due to vibration and obstructing vision when shunting. The 
boiler pressure gauge should also be- low down and of large 
diameter and as plain as possible, care being taken not to 
place it in front of the fireman’s window. The jet or blower 
should be operable from the side also, as it is often more 
convenient for the fireman to work it, but is also yinder the 
control of the driver in case of emergency. Damper handles 
are more satisfactory if placed horizontally with a series of 
deep netches in the rod; the vertical notched type with spring- 
loaded catch either gets fouled with coal or clinker, or the 
spring breaks. 

Surveying the cab arrangement generally, the manifold 
should be outside the cab for the reasons stated by Colonel 

Topham and all steam-using auxiliaries should be fastened to 
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the boiler where possible and not to the cab sides, to eliminate 
pipe fractures. Some form of pipe flange should be used 
which allows a certain amount of flexibility and adjustment 
(L.N.E R. standard pattern) in preference to brazed flanges 
and large nuts. Cab floors should be level, without any foot- 
stools or boxes which are a menace when in bad repair. In 
order to reduce maintenance on wood floors it would seem 
better to make the foundation of steel plate with a covering of 
thick wood planks bolted to it, in preference to the wooden 
trestles often used at the present time. Steel plate alone 
is dangerous even if of chequered pattern, and is definitely 
unsuitable for this purpose in this country. 

The cab floor should be designed to cover the gap between 
engine and tender without the use of a hinged plate. Good 
ventilators are essential, of a pattern which will not leak in 
rainy weather. Side window cabs, arm rests, and doors 
between engine and tender are also necessary. The cab roof 
should extend outwards to cover lookout positions and prevent 
rainwater running down one’s neck. 

When fitted with steam brake equipment, the exhaust from 
the brake valve should be turned into the ashpan or other suit- 
able place, along with a large drain pipe from the lower side 
of the piston in place of the present holes in the bottom cover, 
to prevent the cab from being enveloped in an artificial 
“fog” when standing with the brake on. Drawbars between 
engine and tender require more detailed thought in design, 
and when spring-controlled should incorporate some method 
for damping rebound shocks, especially on goods engines. 

Tender coal plates should be slightly higher than the fire- 
hole so that gravity assists the fireman and enables him to 
stand in a comfortable position, thus reducing fatigue to a 
minimum. Coal doors should be the full height of the tender 
and open outwards in order to liberate large coal, and fasten 
back to enable coal to be easily trimmed when required. All 
fittings, brake handles, water scoop handles, injector feed cocks, 
and so on. should be removed to safe positions to eliminate 
the risk of damage to the fireman’s fists and arms by coming 
in contact with them when shovelling—particularly on engines 
with long fireboxes where some force is required to throw 
coal to the front of the grate. A positive water gauge is 
required on tanks, which can be relied upon to give correct 
reading. All handrails should be the full height of the tanks 
and ample steps should be provided. 

I would prefer to see as many parts as possible mechanically 
lubricated, including slide bars and glands, as with this 
type of lubrication supply of oil ceases when the engine 
comes to rest and is a distinct economical advantage over 
old-fashioned worsted trimmings. The disadvantages stated 
by Colonel Topham of feeding valves and pistons by this 
means can be overcome, and are mainly due to war conditions. 

The above illustrates but a small percentage of details about 
locomotive design which. would lead to greater interest and 
improved efficiency. 

Yours truly, 
J. SLEE, 
Fireman, L.N.E.R. 


British Railway Traffic Receipts 


Clacton. February 11 
To THE EpitoR OF THE RAILWAY GAZETTE 

Sir,—The Ministry of War Transport has arranged to 
publish a statement of railway traffic receipts at intervals of 
four weeks. Particulars for the first four-weekly period ended 
January 27 appeared in the newspapers on February 8, along 
with figures for the corresponding period of 1945. The Times 
announcement described the figures as representing “joint 
traffic receipts of the four main-line railway companies and 
London Passenger Transport Board (including joint lines).” 
This is misleading, as the statement gives not “joint traffic 
receipts” but aggregates of traffic receipts from all sources, 
divided into three heads, loosely defined as: (i) Passenger, etc.. 
receipts: (ii) merchandise, etc., receipts; (iii) coal and coke 
receipts. 
_ Presumably (i) covers all receipts from passenger train traffic. 
including parcels, mails and parcel post, while (ii) embraces 
merchandise, minerals (except coal, coke and patent fuel) and 
livestock. The connotation of the terms might have been 
made clear with advantage. 

The statement is quoted below as published :— 

Four weeks ended January 27 
1946 19 


45 
Passenger, etc., receipts £13,206,000 £12,596,000 
Merchandise, etc., receipts £7,636,000 £9,273,000 
Coal and coke receipts £3,431,000 £3,412,000 
Total traffic receipts... £24,273,000 £25,281 ,000 





Passenger train receipts show an increase of rather less than 
5 per cent., but this merely indicates that passenger traffic 
will be abnormal until H.M. Forces are demobilised com- 
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pletely and industry reverts to a peacetime footing. The 
decrease of 174 per cent. in goods train receipts is a sign that 
the wartime boom in freight traffic is at an end, The varia- 
tion in coal and coke receipts is slight and we are left with a 
decrease of nearly 4 per cent. in total railway receipts. 

The figures are too general to be of much service. From a 
national point of view the most important point at present is 
the trend of the freight traffic. It was obvious that carryings 
were diminishing last year and full information about 
developments in the situation should be furnished without 
delay. The companies are known to have compiled the prin- 
cipal operating statistics for their own purposes and there is no 
reason why a summary of the results should not be circulated 
in place of the annual returns issued by the Ministry of Trans- 
port before the war. Such records as the tonnage of freight 
originating on each of the four main lines would be a useful 
guide to the state of industry in the different regions which the 
railway companies serve. Our railways have been subjected 
recently to a good deal of criticism about late running of pas- 
senger trains and delays to goods traffic. It is therefore 
important that we should know how much work the companies 
are being called on to perform and how far their equipment 
is being maintained. There is no longer any justification for 
keeping railway statistics secret. 

Yours faithfully, 
EAST ANGLIAN 

[The descriptions applied to the traffics are the same as those 
used before the war, when each railway issued its own figures 
for each week. A considerable amount of statistical material 
relating to the railways is contained in the Monthly Digest of 
Statistics, which is the subject of editorial notes on page 186.— 
Ed., R.G.] 


Hemel Hempsted-Harpenden Branch 


146, Marlborough Road, Romford, 
Essex. December 21 
To THE Epitor OF THE RAILWAY GAZETTE 

Smr,—In reply to Mr. Sekon’s letter published in your issue of 
December 14 the special train of horseboxes from Newmarket to 
Harpenden via Cambridge, Hitchin, and Hatfield used the same 
route both in the outward and homeward directions. Why the 
route chosen always favoured the G.N.R. I am unable to say. 
Perhaps someone who was connected with the G.N.R. or the 
G.E.R. in those days can furnish some information. 

As regards through trains between Hertford and Luton and 
Dunstable via Welwyn Junction I give herewith a few extracts 
from the various Acts of Parliament. 

The Hertford & Welwyn Junction Railway Act, 1854, Section 20, 
authorised, 

(1) “A railway commencing by a junction with the G.N.R. in 
the parish of Digswell and terminating by a junction with 
the Hertford branch of the Northern and Eastern Railway 
at or near the Hertford Station.” 

This railway (1) was a proposed curve in a northerly direction to 

join the G.N.R. but which was never made. 

(2) “A branch railway from and out of the above railway com- 
mencing with a junction therewith in the said parish of 
Digswell and terminating in the same parish by a junction 
with the G.N.R.” 

This was a curve to join the G.N.R. in a southerly direction. This 

junction was made. 

The Luton, Dunstable & Welwyn Junction Railway Act, 1855, 
Section 19, authorised, 

(1) “A railway from Dunstable terminating by a junction with 

the G.N.R. at Welwyn Junction. 

(2) ““A branch from the above railway and terminating by a 
junction with the authorised line of the Hertford & 
Welwyn Junction Railway.” 

This was the proposed connecting line from the Luton and Dun- 

stable Railway to the Hertford Railway which I think was never 

made. 

(3) “ A branch railway in a northerly direction from and out of 
railway No. 1 and terminating by a junction with the 
G.N.R.” 

This was a proposed northern curve from the Luton line to the 

G.N.R. which was never made. 

Section 43 of the Act says the Company may not open railway 
No. 2, that is the line joining the Luton line to the Hertford line, 
until they have completed the northern and southern curve junc- 
tions with the G.N.R., nor may they use the direct line unless 
they make bona fide use of the junctions with the G.N.R. for 
traffic. : 

As neither of the northern curves were ever made this section 
of the Act forbade the direct cross line. 

I am indebted to Canon R. B. Fellows for these extracts from 
the Acts of Parliament. 

Yours faithfully, 
H. BYGRAVE 
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The Scrap Heap 


* Say,” said the G.I. from the Lone Star 
State, trying to impress his host with the 
size of Texas. “ You can get in a train 
in Texas in the morning and 24 hours 
afterwards you'll still be in Texas.” 

‘Really ?” replied his L.N.E.R. travel- 
ling host, “we have trains like that here, 
too.”"—John Carpenter in the ‘ Evening 
News.” 

* * * 
PULLMAN THEFTS 

Waiters on Pullman and restaurant cars 
between London and the South Coast no 
longer look under the plate at the end of 
a meal. They look for the plate—for the 
present shortage of cups, plates, knives, 
forks and spoons is leading to an extra- 
ordinary number of * disappearances ” 
from restaurant cars. 

The General Manager of the Pullman 
Car Company gave me a list of losses for 
the three weeks ended January 31 last. 

The missing items include: Large 
tumblers, 167; small tumblers, 48; break- 
fast saucers, 118; breakfast cups, 118; tea 
plates, 103; teapots, 41; milk-jugs, 14; 
butter dishes, 27; liqueur glasses, 28; 
toffee cups, 15; dinner plates, 53; soup 
plates, 23.—From “The Star Man's 
Diary” in “ The Star.” 


* + * 


POLITENESS Pays 

A pamphlet entitled * Politeness Pays,” 
containing a personal message from Mr 
R. M. T. Richards, Traffic Manager, 
Southern Railway, has been issued to every 
member of the Traffic Department staff. 
Its aim is to make the Southern Railway 
as famous for personal service as for its 
train service. Some of the maxims it con- 
tains are these: 

A smile wins smiles in return, 
arms grumblers. 

Don’t argue with customers. Even if 
you win the argument, WE lose his good- 
will and possibly his business. 

If the customer doesn’t seem. to know 
what he wants, be patient. He may be 
merely confused, so try to help him out. 
Tact makes friends, but curtness makes 
enemies. 

To be courteous you need not be servile. 


and dis- 
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You will be courteous if you are 
attentive 
ditions. 

COMPLAINTS need special care. Don’t 
look bored, or as if you are thinking “ Tell 
me the old, old story.” Listen attentively, 
and as if you had never heard that par- 
ticular complaint before. 

Remember, a customer is always free to 
show displeasure—so don’t argue unneces- 
sarily, but be calm, sympathetic, and help- 
ful, and never let him feel you look on 
him as Public Nuisance No. 10,001. 

Always say * Thank you.” These little 
words, like “* Please,” “I'm sorry,” “1 beg 
your pardon,” do a big job in making good 
relations with our customers, so use them 
freely. 

If good relations are developed by cour- 
teous contacts you will find your job gets 
easier and less harrassing, and you will 
play a valuable part in making the 
Southern even more progressive, so ensur- 


always 
and helpful even in difficult con- 


ing vour own future. 
Therefore, by courtesy let us help to 
make the Southern famous, not only for its 


train service, but also for personal service. 


* * 


100 YEARS AGO 


From THE RAILWAY Times, Feb. 21, 1846 


—OUTH WALES RAILWAY.—Extension of 
Ss Time for receiving Tenders foe Contracts for Works.— 
Notice That the Directors of the South 
Wales Railway Company will receive, on Wednesday, the 
Lith of March, 1846, at Twelve o’Clock, attheir Office, No. 
449, West Strand, Lon ion, Tenders for the execution of the 
rhree several Contracts, extending from the river Lougher, 
through Swansea to Neath, being a distance of about 14 
raiules, and comprising tunnels and a large amount of earth- 
work ; likewise of several Contracts in the neighbourhood 
of Newport, comprehending also a tunnel avd other im- 
portant works. Drawings an‘ specifica'ions may be seen at 
the respective offices of the Resident KE) gineers 1t Swansea 
ind at Newport, and prin'ed forms of tender may be had at 
the same places, or at the Company's Qffice in London. 
rhe Directors will not consider the mselves bound to accept 
the lowest or any tender ‘They request the parties to at- 
tend at the office of the Compat London, at Two 
o'Clock on Wednes March ti, l3i6 

By order, 


is hereby given, 








N. ARMSTRONG, 
es Railway Office, 449, West Strand, 
Febru ary 4, In 46 
W rED—a GOOD POWERFUL LO. 
Vi Cc 0 +4. rIVE ENGINE with Coupled wheels (a new 
ne will be pre'erred). It is wanted for conveying the ma- 
terial excavated from the hills to the eml 


yankments, and for 
ballusting on the Wakefield, Pontrefrict, and Goole Rail. 


Secretary. 
ith Wal 





way. Letters ad‘ressed to Mr. Joseph Thornton, Kettle- 
thorpe Llall, near Weketild, giving foll description, and 
stating price, deliverrd on the line of ‘he Ayr and Calder 
Navigation between Waketicid aad Goole, will have im- 


diate attention, 





** Oh. no. 


sir. you can't use the Waiting Room 


we've rented it to the 


local butcher as a refrigerator” 


From “ Dublin Opinion”’ 
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Gilding the Locomotive 





Photo.| 
The locomotive weathervane above 
the L.N.E.R. Divisional Heads 
quarters offices at York, which is 
125-ft. 3 in. above street level, has 
been regilded and renovated by the 
District’ Engineer's staff without 
assistance from steeplejacks 


| Yorkshire 


Evening Post 


* + + 


EVERY CRUMB 

will now be served 
hotels, restaurants and 
on its dining cars, on request. This is 
in accordance with the Minister of 
Food’s recent urgent appeal to save every 
crumb, 


SAVING 
Bread or toast 
only in G.W.R. 


* + * 


SOUTHERN RAILWAY TELEPHONE ENQUIRIES 


The Southern Railway Waterloo Tele- 
phone Bureau dealt with 123,789 public 
enquiries during January of this year, 


which represents an increase of 21.002 com- 


pared with January, 1945. 


* * * 


OPERATING ODES 
The Ideal Engine 

Though C.M.E. and L.R.S. 
Will not agree with him, I guess, 
My friend the pick-up driver, Hughes, 
Was kind enough to give his views. 
Of types of valves he much preferred 
The safety valve, although he’d heard 
That Schrader valves were often thought 
To be the best that could be bought. 
Discussing various types of bars 
He liked most those in buffet cars, 
Anticipating future date 
With beer on tap on each footplate. 
I mentioned stays. My ignorance 
He blamed for such irrelevance 
But said of those his wife had tried 
She liked zip fasteners down the side. 
When conversation once more turned 
To ideal engines, then I learned 
A painted sign was much desired 
Which always showed “ Relief required. 
But what he wanted most to see 
(And traffic men will all agree), 
Was some remote control by phone 
And drivers paid to stay at home. 

H. W. W. 
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OVERSEAS 


RAILWAY 
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AFFAIRS 


(From our own correspondents; 


CANADA 


Locomotives for Overseas 

The Canadian Locomotive Company 
has received a contract from the French 
Government for the construction of 40 
locomotives. Payment will be provided 
through the loan of $235 million recently 
authorised by the Canadian Government 
to France under the Export Credits Insur- 
ance Act. The balance of the contract 
from the Government of India will be 
completed in February. This comprises 
115 locomotives, making, with the original 
contract, a total of 190 that will have 
been built for India. Immediately after- 
wards the company will start on an order 
for 60 engines for Belgium. After the 
Belgian order is completed, the company 
will manufacture 20 large locomotives for 
the Canadian Pacific Railway. It will be 
only after that that the new French order 
can be taken in charge, assuring capacity 
operations for well into 1947. 


New C.P.R. Sleeping Cars 

Restful night travel in separate single- 
and double-berth compartments is the aim 
of new sleepers to be built for the Cana- 
dian Pacific Railway. Frames of five of 
of the new cars are to be constructed by 
the National Steel Car Corporation of 
Hamilton, Ont. The interior finish will be 
applied at the railway company’s Angus 
Shops. The new cars will contain 10 
roomeltes as well as five double bed- 
rooms. The roomettes will range along 
each side of a central corridor, while the 
bedrooms will be situated at one end of 
the car, with a side aisle. The roomettes 
are an innovation for the Canadian Pacific. 
They are single-seat compartments with no 
upper berth. Wider windows, clothes 
lockers, and advanced lighting are features. 
The double bedrooms in the same car con- 
tain an upper berth and a lower berth. 
A folding partition between the bedrooms 
allows two of them to be converted into a 
single unit to accommodate four persons. 


VICTORIA 


Reconstruction of Cremorne Bridge 

The first year of work on the recon- 
struction of the Cremorne Bridge across 
the river at South Yarra finds a massive 
abutment and pier already in place on 
each bank, whilst preparation is being 
made for the construction of the support- 
ing concrete pillars to the pier in the river 
itself. Coffer dams have already been 
sunk in the river, and the necessity of 
having a rock base for the pillars means 
that the steel sheeting of each coffer dam 
has to be driven into the river bed to 
below rock level, each dam being not less 
than 50 ft. deep, the deepest that have 
been constructed in Victoria. 

The process of preparing a coffer dam 
in these exceptional circumstances involves 
driving the steel sheets of the dam down 
in short lengths, and welding on further 
lengths until the dam has reached the re- 
quired depth below the surface of the 
stream. In the stream itself are four coffer 
dams, each to be filled with concrete 
when the water and silt have been pumped 
out. 

Some idea of the size of the concrete 
foundations may be gained from the fact 
that the abutment on the south bank is 
102 ft. long, 8 ft. wide, and 28 ft. deep. 
Each pillar carrying this abutment is 


13 ft. square and 50 ft. deep. The new 
bridge, which is designed to carry six lines 
of railway track, will be of five spans— 
two of 80 ft. and three of 96 ft. [See also 
The Railway Gazette of November 3, 
1944]. 

The work on the bridge has to some 
extent been affected by the shortage of 
manpower, but with the expected increase 
in skilled labour as men now on service 
are returned to the Department, activities 
will be expedited and it is expected that 
the bridge will be finished inside the 
original estimate of three years. 


KENYA & UGANDA 


Lake Navigation Difficulties 

Very low lake levels have been experi- 
enced during the last three years on the 
Central African lakes (Victoria, Kioga and 
Albert) as well as on the West Nile. The 
indications are that navigational conditions 
will be very bad indeed during the next 
few months. It is believed that Lake 
Victoria may fall to | ft. 6 in. below the 
datum line (the record “low ”) and Lake 
Kioga always follows Lake Victoria with 
a time-lag of one or two months. The 
waters of Lake Kioga navigated by the 
Marine Section of the Kenya & Uganda 
Railways & Harbours comprise Lake 
Kioga itself, Lake Kwania, and the Vic- 
toria Nile. The whole area is a shallow 
swampy expanse of water with né ivigable 
channels running through large masses of 
papyrus. The service is operated with 


shallow draft steamers, maximum draft 
3 ft. but even with this type of 
vessel certain ports have to be closed 


during periods of low levels. On 
the West Nile, which runs out of Lake 
Albert, the service is operated by a vessel 
of only 2 ft. 6 in. draft, but even so there 
are grave dangers of grounding during low 
level periods. 
Lake Steamer Casualty 

The ss. Usoga, which has been maintain- 
ing regular weekly sailings round Lake 
Victoria in alternate north and _ south 
bound directions, sustained the loss of 
propeller on January 2 when on voyage 
between Musoma and Kisumu. In addi- 
tion to the loss of a propeller and a broken 
shaft, three front main engine columns 
were cracked; until spare parts can be 
obtained from England, the vessel is out 
of commission. In consequence the 
Rusinga, which was chartered by the mili- 
tary for the demobilisation of African 
troops, had to be withdrawn from charter 
and returned to maintain the service. 


FRANCE 


Altered Terminal Workings 

A number of express trains of the 
S.N.C.F. Eastern Region, hitherto running 
from and to the Paris Est terminus, now 
start from and return to the Gare de 
Lyon. The changeover will continue until 
the viaduct at Nogent sur Marne is re- 
built. The trains thus transferred from 
the Gare de FEst to the Gare de Lyon 
are the “ Vorarlberg Orient Express; the 
Paris-Mulhouse expresses, Nes. 43 and 44; 
and the Paris-Basle expresses, Nos. 48 
and 49. The trains use the former P.L.M. 
main line between Paris and Montereau, 
rejoining the Est main line to Troyes 
ever the Eastern Region branch from 
Montereau to Flamboin. 


Two through trains between Paris and 
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iroyes were transferred on January 7 from 
Gare de l'Est to start from and return to 
the Reuilly station in Paris near the Gare 


de Lyon. The transfers are made to avoid 
frequent delays which have been occur- 
ring on the outer circle line linking the 
Paris terminal stations. It is also an- 
nounced that seats may now be booked 
at the Paris Austerlitz station for the 
trains leaving at 8.20 a.m. and 8.10 p.m. 
for St. Etienne and Clermont-Ferrand 
via Vierzon. 
Holiday Traffic 

rrains continue to be crowded at all 

times and passengers travel often in un- 


comfortable conditions, many standing 
throughout long journeys. For the Christ- 
mas and New Year holidays, the S.N.C.F. 


made a special effort to provide additional 
accommodation, and trains were run in 
duplicate as far as possible on all the main 
lines. 

Goods traffic is tending to increase in 
proportion to the revival of trade. Dur- 
ing the week from December 15 to 21, the 
S.N.C.F. wagon loadings totalled 198,368 
wagons, of which 149,036 were exclusively 
for commercial traffic. The correspond- 
ing figures for the preceding week were 
189,723 and 144,975. 


ITALY 
Genoa—Ventimiglia Line 

Train services over the whole of the 
96-mile main line from Genoa to the 
French frontier at Ventimiglia were re- 
sumed on February 2, after the extensive 
damage suffered through attacks from sea 
and air during the war had been made 
good, partly in a temporary manner. The 
French consul at Ventimiglia was present 
when the first train from Genoa entered 
the frontier station. On the same date 
through express trains were restored be- 
tween Genoa and Nice. 

Milan—Chiasso Services 

From February 1 the train service over 
the electric main line between Milan and 
the Swiss frontier at Chiasso has been 
increased to two fast trains and two stop- 
ping trains daily in each direction. One 
service each way is non-stop, and is 
allowed 50 min. for the 31.7 miles. The 
new services greatly improve international 
communications with Italy via Switzer- 
land. 


COLOMBIA 


Lack of Equipment Delays Construction 

A lack of rails and tools, orders for 
which have been placed in the United 
States, is reported to be delaying the con- 


struction of an intended railway from 
Bucaramanga to Barbosa. The needed 
equipment includes shovels, bulldozers, 
drills, and air compressors. 


A decision has not been reached as to 
whether the railway will be built along 
the river bank around the mountain 
approaching the town of Bucaramanga or 
by the more direct route to the town across 
the mountains. 

New Rolling Stock 

Alleviation of the poor condition of 
the Ferrocarril de Antioquia is reported. 
In September, 25 new goods wagons were 
put in operation, in addition to 50 goods 
wagons and 4 locomotives added in the 
previous few months. This additional 
equipment is expected to increase suffi- 
ciently the capacity of the railway to 
eliminate the delay formerly experienced 
at terminals. The 25 goods wagons most 
recently acquired were assembled at the 
railway shops at Bello. 
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Signalling at the New Montreal Station, C.N.R. 


Centralised control by means of new polar coding system co-ordinates traffic 
operation in station and its approaches 


THE signalling of the new C.N.R. 

Station at Montreal, and its approach 
lines, provides a most interesting example 
of the modern tendency to bring increas- 


ingly large operating areas under the 
direct control of a single interlocking 
machine, or control panel. The new 
station itself, and its approaches, were 
described in The Railway Gazette for 
June 2, June 9, and June 16, 1944, and 


in the last of these three articles brief 
reference was made to the new signalling, 
in which the whole area has been treated 
as a single operating unit. The idea of 
co-ordinating all train movements in so 
extensive an area by operating all signals 
and points from one control box is attrac- 
tive, but is not often possible of practical 
realisation. At Montreal, however, the 
traffic is not unduly heavy by British ter- 
minal station standards, and the panel 
controlling the working of 57 single points, 
64 crossovers, and 197 signals has been 
arranged for operation by only two sig- 
nalmen. 


Polar Code Control 

In providing for this highly centralised 
control, extending over a total of nine 
route miles, a notable advance in the art 
of remote-control signalling has been 
made. With an ordinary relay interlock- 
ing cable costs would have been prohibi- 
tive, because of the distance from the 
signal box of the outlying functions, and 
the number of movements liable to take 
place almost simultaneously precluded the 
use of line code control, as ordinarily used 
in C.T.C. Instead, the area was divided 
into eleven zones, each operated as a self- 
contained power interlocking with all 
points and signals controlled by direct 


control panel in the signal box, 


wire conventional circuits from a concrete 


house, 
the 


largest of 


termed a One of 


interlocking units 


* bungalow.” 
these 


operates no more than 25 electric point 


machines and 36 signals. 


missio 


nal box to each of the “ 


new 


For the trans- 
n of controls from the central sig- 
bungalows” a 


form of polar code control was 


adopted, in which separate groups of wires 
are used for the transmission of control 
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groups of relays. Each of the individual 
line relays is of the polar biased type: 
that is, they are operated to normal when 
current flows through the coils from left 
to right, as seen on the diagram, but 
return to the reverse position after the 
coils have been de-energised or when 
current flows from right to left. Relays 
IT, 2T, and 3T form the transmitting 
group; iT is energised when a positive im- 
pulse is to be sent, 2T for a negative, and 
3T is energised between impulses, and 
when no coding is in progress. 

Thus it will be seen that, for a positive 
impulse, current flows from the battery 
through line relay LO, through a front con- 



































and indication codes. tact of relay 1T to line LI, ener. 
TRANSMITTER LINE RECEIVER 
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Diagram showing line circuit 
The turning of a thumb switch on the _ gising relay L1 to and returning via line 


to oper- 


ate a pair of points or to clear a signal, 
initiates the transmission of a code, which 
consists of a series of impulses, some posi- 
tive, 0 


illustrated in 


thers negative. The line circuit is 


the diagrdm above; the 


arrangement consists in effect of two step- 


per switches, 


one at the transmitting and 


one at the receiving end, progressing step 
by step in synchronism with one another. 
Actually, 


this effect is obtained by two 





L2, without, however, energising relay 
L2. During this impulse, current flows from 
left to right in both coils of line relay 
Ll, but in the opposite direction through 
the two coils of L2; the latter relay thus 
remains reversed. Relay LO checks that 
the transmitting and receiving ends of 
the system operate in synchronism. 
When no code is being sent, LO is ener- 
gised through the front contacts of relay 
3T, and during coding it is energised 
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through the front contacts of either relay 
1T or 2T. In the interval between the 
dropping away of 3T and the picking up 
of either 1T or 2T, LO is held energised 
by means of the stick circuit made 
through the front contacts of relay TP; the 
latter closes at the start of a code. If 
for any reason the circuit were not com- 
pleted after either 1T or 2T had picked 
up, LO would be de-energised and trans- 
mission could not take place. A _ simi- 
lar 3-line circuit is used from transmission 
of indication codes from the bungalows 
to the signal box. The code impulses 
Operate at the rate of approximately 30 
a second. In the installation at Mon- 
treal none of the codes requires as much 
as two seconds for complete transmission. 


| 


| 


~ 
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The signals are stick controlled, and, when 
any one of these signals is put to danger 
by a train movement, a flashing light 
is displayed above the thumb switch, re- 
minding the signalman that the thumb 
switch should be restored to its normal 
position. 

The general layout of the control room 
of the signal box can be seen from the illus- 
trations on page 197. The illuminated 
diagram is 4 ft. 6 in. deep, and with 
the bottom edge 5 ft. 9 in. above floor 
level it is conveniently placed for both the 
signalmen and the train director to observe 
the movement of traffic. Considerable in- 
genuity has been displayed in the dia- 
grammatic representation of the track lay- 
out, so that this extensive area could be 








A view of the approach lines, showing :— 
(a) Dwarf type colour light signals 


) 
(b) 
(c) 


Electric point machines 
Apparatus case (just behind right-hand signal) 


(d) In right background, one of the “ bungalows ” 


The thumb switches and their associated 
indication lights are mounted on a sloping 
steel keyboard of a total length of 12 ft. 
6 in. The upper edge of this keyboard is 
3 ft. 8 in. above floor level, and the in- 
clination is 30 deg. to the horizontal. The 
thumb switches are of approximately the 
same size as those used in British relay 
interlockings, but the operation differs in 
one respect; the switch must be pushed 
down about } in. against spring pressure 
before it can be turned. By means of 
indication lights, the signalmen are given 
the equivalent of the information concern- 
ing the state of the interlocking which 
they normally receive when operating a 
modern all-electric power frame. Thus, 
if the man turns the thumb switch for a 
pair of points that are electrically locked, 
a flashing light appears, to inform him 
that the points cannot be moved. When 
a thumb switch is turned for a pair of 
poirts that is free, a steady light ap- 
pears. above the thumb switch until! the 
points have thrown and are detected fully 
home in their new position; then the 
light is extinguished. 

Similar arrangements are made to apply 
in this process for the working of thumb 
switches controlling the signals. Although 
there is no mechanical restriction on the 
thumb switches, corresponding to the posi- 
tive lock on the lever of a power frame, 
the indication lights at once inform the 
signalman if for any reason the function 
does not, or cannot, respond to the move- 
ment of the thumb switch just made. 


depicted satisfactorily on a diagram panel 
of relatively small height. The area ex- 
tending from the new station round the 
eastern spur of the triangle junction at 
Point St. Charles, to the Victoria Bridge 
has been shown lengthwise along the 
upper portion of the diagram, and the 
area extending westwards from Point St. 
Charles to the Turcot Yard has been 
shown along the lower portion of the 
diagram. On the diagram, not only is 
the occupancy of the various track cir- 
cuits shown by the lighting of lamps, 
but the “clear” aspect of each signal is 
also repeated, by the lighting of a lamp 
in the symbol representing that signal on 
the diagram. 
Traffic Conditions, 
Relays 

All trains entering and leaving the new 
station are electrically hauled, and the 
changeover to steam traction takes place 
at the western and eastern limits of the 
controlled area, Turcot Yard in the one 
case, and at the junctions immediately west 
of the Victoria Bridge in the other, The 
changing of passenger train engines at 
these two locations involves a considerable 
number of shunting movements. In addi- 
tion, large numbers of freight trains pass 
through the interlocking area, though 
some, entering Montreal from the east 
via the Victoria -Bridge, use the Butler 
diversion line, which leaves the controlled 
area immediately west of the bridge. 
Nevertheless, the freight traffic, together 


Signals, and 
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with light engine movements and th 
operation of 140 regular passenger trains 
accounts for a total of about 800 maip 
line and shunting movements a day, cop. 
trolled from the one signal box. ‘Speed 
throughout the interlocking area is limite 
to 35 m.p.h.; long range sighting of sig. 
nals is therefore not required, and jj 
signals are located on the ground. Each 
signal consists of two searchlight units, 
— the indications displayed are as fo. 
ow:— 


Green over red 
Yellow over red 


*Glear *° 


Indicates proceed 
** Approach "’ 


Proceed prepared 
to stop at nex 
signal 
Calling on, intoan 
occupied track 
circuit 


Red over yellow ‘* Restricting ”’ 


Red over red ** Stop" 


The traction current is supplied from 
overhead wires at a pressure of 2,400 volts 
d.c., using one rail throughout as a return, 
With this arrangement it is possible to use 
single rail track circuits, and obviate the 
use of impedance bonds. The track r- 
lays are of the a.c. two-element vane type, 
and, in accordance with the now general 
trend of modern signalling practice, they 
are equipped with plug-in connections, 
so that a mechanism can be detached 
rapidly and replaced without disturbing 
any of the wire connections. The de, 
relays used in the polar code system, the 
control relays, the lock relays, and s0 
on, are all of the plug-in type. Thos 
used for coding are keyed to prevent 
any but the proper relay being inserted 
in a particular place. 


Train Starting System 

One signalling zone of the eleven into 
which the. whole interlocking is divided js 
reserved for the operation of the train 
starting system, which enables the train 
conductors on the platforms, and _ the 
gatemen at the head of the stairs leading 
from the main concourse, to work in clos 
co-operation with the train director in the 
signal box. The control panel for the 
starting system is mounted on the train 
director's desk from which he can. talk 
to the signalmen operating the control 
panel, just in front of him, and also 
observe all train movements on the illu- 
minated diagram. The equipment with 
which the operators are concerned is as 
follows:— 


On the train director's con- 


Three indication lamps and 
trol panel 


two push buttons for 

each platform 
One indicating signal and 

one switch 
At each gate, at concourse One yellow lamp indicator 

level and one push button 

As soon as a train is ready to load, the 
platform conductor turns the switch, which 
lights a red lamp on the signal box con 
trol panel and also in the indicating sig- 
nal on the platform; the train director 
acknowledges by pressing a button, and 
the indication thereupon changes to yel 
low, both in the signal box and on the 
platform. At the same time, the yellow 
light at concourse level is lighted, direct: 
ing the gateman to open the gate. As 
the time approaches for the train to de- 
part, the gate is closed by the gateman, 
and, after allowing time for the passengers 
to descend the stairs and board the train, 
he presses the plunger. This causes the 
indication lights on the platform and in 
the signal box to change to green, and 
the signalmen then clear the appropriate 
running signals for the train to leave. 
The yellow light at the gate is extinguished 
when the plunger is pressed. 

Altogether this is a notable installation, 
equally in conception as in the technical 
details of its accomplishment. 


On each station platform 
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General view of the control room of the signal box, showing the two signalmen operating the control panel, and the train director on left 
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Converting Road Lorries to Run on B.B. & C.I.R. 


An experiment with steel rims in conjunction with pneumatic tyres 


Looking through the two compartments of the coach constructed for the 


B.B. & C.I.R.’s own use 


AN interesting development on _ the 

Bombay, Baroda & Central India 
Railway is the conversion of ordinary 30- 
cwt. road lorries to running on railway 
lines. The B.B. & C.I.R. has prepared one 
unit for use on its own system as a quick 
method of communication on _ sections 
where traffic is light, and has delivered 
several more to military depots. Others 
are under construction. 

The main feature of this vehicle is the 
method of using the ordinary pneumatic 
tyres. The vehicle itself may be any one 
of the modern type of lorry chassis, though 
certain types known as “ modified con- 
ventional ” appear to be more suitable 
than others, due to the fact that the width 
across tyre tracks of these types more 
nearly corresponds to the Indian standard 
5 ft. 6 in. gauge. 

With the introduction of a thin-flanged 
steel tyre between the pneumatic tyre and 
the rail, the weight which can be sustained 
by a_ standard four-wheel vehicle is 
approximately 10 tons. The steel tyre has 
its outer profile machined to correspond 


with the standard profile accepted for In- 
dian broad gauge railway practice, but the 
inner surface is machined to correspond 
with the profile of that part of the pneu- 
matic tyre with which it is to be in con- 
tact. Care has to be taken that:— 

1. Tyres are of such a dia. that an in- 
terference fit of about 4 in. is obtained be- 
tween the steel tyre and the rubber tyre 
when fully inflated. (This means the 
rubber tyre should be approximately 40 in. 
dia. when fully inflated.) 

2. They must be the type of tyre that 
has annular grooves moulded into the 
tread when being manufactured. 

Provided the pneumatic tyres comply 
with the above two conditions, the fitting 
of the steel tyre can be conveniently 
arranged by leaving annular projections 
on the inner face of the steel tyre which 
engage in the grooves of the pneumatic 
tyre. The interference fit ensures that the 
steel and rubber tyres are held firmly to- 
gether while air pressure is maintained. 

Due to the fact that there is no move- 
ment between the tyres relative to each 
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other, and also that there is no direct cop. 
tact of the pneumatic tyre with the raijj 
the possibility of accidental deflation of 
the pneumatic tyre is remote. 

This possibility, however, has been pro. 
vided for by arranging a safety brake. 
block in each wheel. This brake-blog 
is supported from the axles and has a smalj 
but definite clearance over the stee! tyre, 
so that in the event of deflation of the 
pneumatic tyre beyond a_ pre-determined 
amount, the block comes into contact with 
the steel tyre and acts as a brake. The 
brake-block is shaped to correspond with 
the profile of the steel tyre, including the 
flange, and so when in contact with the 
steel tyre it not only acts as a brake, but 
also holds the wheel vertically, thus main. 
taining the stability of the vehicle. The 
addition of a suitable fitting integral with 
the brake-block ensures that, when con- 
tact occurs with the steel tyre and as aq 
warning to the driver, the electric motor 
horn is automatically switched on. 

It was found that when assembled and 
on the rail, the movement laterally of the 
front wheels was rather too free, and it 
was decided to fit a simple form of con- 
trol springing which ensures that the whole 
wheel assembly at the front is maintained 
in a central position. 

The main advantages of this develop- 
ment are as follow: — 

1. The chief characteristic of a road 
vehicle, namely, the protection of the un- 


(Continued on page 204) 


Automatic device for applying brake 
and sounding electric horn 


Exterior of coach constructed for railway’s own use from two motor lorries 
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RAILWAY 


PERSONAL 


Lord Royden has resigned the Chair- 
wanship of the Imperial Continental Gas 
Association and his seat on the board. 
Mr. H. G. Palmer has been elected Chair- 
man. Lord Royden is Chairman of the 
London Midland & Scottish Railway 
Compary. 

Mr. Harold S. Sharp, Chairman of 
John Sharp & Sons Ltd., of Dun- 
dee, has been appointed a mem- 
ber of the London Midland & 
Scottish Railway Company’s Scot- 
tish Committee. 


L.M.S.R. STAFF CHANGES 

Mr. W. B. Shelton, District 
Goods, Passenger & Docks Mana- 
ger, Barrow, has been appointed 
District Operating Manager, 
London (Western). 

Mr. J. D. White, Dock Superin- 
tendent, Holyhead, has been ap- 
pointed District Goods, Passen- 
ger & Docks Manager, Barrow, 
vice Mr. Shelton. 


The Minister of Supply has 
agreed to release Mr. Stanley J. 
Harley from his position as Tech- 
nical Controller in the Machine 
Tool Control. Although Mr. 


Harley will no longer have execu- 
tive responsibility in the Control, 

to remain as 
Adviser to the 
for a_ further 


he has consented 
Chief Technical 
Director-General 
period. 


Mr. T. R. Williams, of Ribble 
Motor Services Limited, and Mr. 
J. W. Womar, of the North Wes- 
ten Road Car Co. Ltd., have 
been appointed to the executive 
staff of the British Electric Trac- 
tion Co. Ltd. at 88, Kingsway, 
London, W.C.2, and will be ap- 
pointed to the boards of a number 
of the associated companies. The 
Ribble and North Western com- 
panies are members of the B.E.T. 
group. Mr. Williams was Assis- 
tant to Managing Director of 
Ribble Motor Services from 1935 
to 1940, when he became a Squad- 
ton-Leader, R.A.F. He returned 
to Ribble Motor Services in April, 1945. 
Mr. Womar has been General Manager 
of the North Western Road Car Com- 
pany since 1930. 


Elliott] 


We regret to record the death in Cape 
Town on November 13 last, at the age 
of 69, of Mr. Allan Griffiths Watson, 
M.Inst.C.E., M.I.Mech.E., M.I.Loco.E., 
formerly Assistant General Manager 
(Technical) & Chief Mechanical Engineer, 
South African Railways & Harbours, who 
retired in 1936, 


CANADIAN PACIFIC RAILWAY 

Mr. F. A. Benger, the designer of the 
new “1200” class engines for the 
Canadian Pacific Railway, has been 
appointed Chief Mechanical Engineer. 
Mr. Benger has been Acting Chief 
Mechanical Engineer for the past four 
years. 

Mr. R. A. Smith, supervisor of many of 
the contracts in the C.P.R. $135,000,000 
munitions programme, has been appointed 
Mechanical Engineer (Locomotive). 
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We regret to record the death on Feb- 
ruary 19, at the age of 64, of Mr. F. W. 
Lampitt, M.Inst.T., Chief Goods Manager, 
Great Western Railway. He commenced 
his career on the G.W.R. in South Wales 
in 1896. Later he went to London. In 
1921, Mr. Lampitt was attached to the 
Chief Goods Manager’s Office, and in 
1923 was appointed Goods Superinten- 
dent at Bristol. After four years in the 
west of England, managerial promotion 


The late Mr. F. W. Lampitt 


Chief Goods Manager, 
Great Western Railway, 
1942-46 


came to Mr. Lampitt in the Liverpool 
District, where his arrival synchronised 
with an outstanding revival in trade on 
the G.W.R. In 1931 he was appointed 
Assistant to the Chief Goods Manager & 
Development Agent, and three years 
later Commercial Assistant to the 
Chief Goods Manager. As Commer- 
cial Assistant, he devoted himself with 
conspicuous success to the establishment 
of new industries on the G.W.R. system. 
For many years, both as Commercial 
Assistant and later as Principal Assistant, 
his ability in the handling of the many 
staff problems played an important part 
in the deliberations of the various sec- 
tional councils on which he represented 
the company. The direction of the com- 
pany’s Continental policy as to freight 
traffic also came within his jurisdiction. He 
was appointed Principal Assistant to the 
Chief Goods Manager in October, 1941, 
and Chief Goods Manager in July, 1942. 
Mr. Lampitt was Chairman for 1946 of 
the Goods Managers’ Conference, a posi- 
tion he had held also during 1945, 


NEWS SECTION 


Sir Frederick Bain, a Deputy-Chairman 
of Imperial Chemical Industries Limited, 
has been appointed Deputy-President of 
the Federation of British Industries. 


Mr. Albert Parkinson has succeeded 
the late Mr. Frank Parkinson as Chairman 
& Joint Managing Director of Crompton 
Parkinson Limited. 


The late Sir Bernard Edward Halsey 
Bircham, Solicitor & Parliamentary 
Agent, senior partner in the firm 
of Bircham & Company, which has 
acted for the former London & 
South Western Railway and other 
railways, and the London Passen- 
ger Transport Board, left £39,902. 


The late Mr. J. E. Anderson, 
who was Superintendent of: Motive 
Power, L.M.S.R., 1923-32, left 
£24,676. 


P. C. Dickens has relin- 
quished his appointment as 
Treasurer of Imperial Chemical 
Industries Limited, on his retire- 
ment from the service of that 
company, and has been succeeded 
as Treasurer by Mr. J. L. Arm- 
strong. 


Mr. 


The L.M.S.R. announces that 
the Herbert Jackson Prize for 
1945 has been awarded to Messrs. 
C. V. Cutting and E. D. Gilbert 
for their joint paper entitled “ The 
Development of Efficient Car- 
riage Cleaning Materials,” and 
that Mr. J. O. Cowburrn was 
highly commended for a _ paper 
entitled “ The Efficiency of Keys 
in relation to the minimising of 
Rail Creep.” 


Mr. Cyril Robert Cubitt, for- 
merly Chief Engineer Officer, ss. 
Maid of Orleans, Southern Rail- 
way Company, has been made 
an O.B.E. (Civil Division) in re- 
cognition of his outstanding 
courage and coolness, when, after 
his ship, proceeding from the 
Normandy beaches, had struck 
a mine, in total darkness and with 
the ship rapidly heeling over, he 
succeeded in rescuing one of his 

brother officers. 


BRITISH INSULATED CALLENDER’S CABLES 
LIMITED 

The appointments are announced of 
Mr. F. Waine as Manager (Commercial) 
and the executive officer responsible for 
the administration of all matters relative 
to the commercial side of home business, 
including buying; and of Mr. W. G. 
Hendrey as Manager (Overseas), and the 
executive officer responsible for the ad- 
ministration of all matters relative to the 
commercial side of overseas business. 
Both are Directors of the company. 

Mr. W. H. McFadzean, who, consequent 
on the merger between British Insulated 
Cables Limited and Callender’s Cable & 
Construction Co. Ltd., was appointed to 
the board of the new company, will in 
addition carry out executive duties as 
Manager (Financial), controlling, inter 
alia, the Secretarial and _ Financial 
Divisions. 

Mr. F. V. Thompson has been ap- 
pointed Secretary of the company. 





Mr. R. H. W. Bruce 


Manager, Northern Counties Committee 
L.M.S.R., 1943-46 


Mr. R. H. W. Bruce, who, as recorded 
in our February 8 issue, has resigned, for 
private reasons, his position as Manager 
of the Northern Counties Committee, 
L.M.S.R., had held that post since 1943. 
He was born in 1907, and was educated 
at Rugby and at Balliol College, Oxford. 
Mr. Bruce entered the service of the 
L.M.S.R. in 1930. A year later he was 
transferred to the Chief Commercial and 
Chief Operating Managers’ Departments 
as a traffic apprentice. He was the first 
traffic apprentice under the scheme intro- 
duced by the late Lord Stamp to attract 
young men from public scho@s and uni- 
versities into the railway service. He 
subsequently was engaged on_ special 
duties in the Executive Investigation 
Office at Euston, returning in 1933 
to continue training in the Chief 
Commercial and Chief Operating Man- 
agers’ Departments. After serving on the 
staff of the Divisional Superintendent of 
Operation, Crewe, he was appointed, in 
1934, Assistant District Controller, Hud- 
dersfield. Subsequently he held similar 
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Mr. J. W. Hutton 


Appointed Manager, Northern Counties 
Committee, L.M.S.R. 


appointments at Bletchley, Birmingham, 
Liverpool (Lime Street), and Saltley, 
before becoming District Controller, Lan- 
caster, in September, 1940. In June, 
1941, Mr. Bruce was released from his 
railway duties to take up a_ temporary 
position with the Ministry of Economic 
Warfare, for which he carried out many 
important commissions at home and in 
the U.S.A. and Canada. He vacated that 
position to take up that of Manager of the 
Northern Counties Committee, Belfast, 
L.M.S.R., in 1943. While in that post 
he acted as Railway Liaison Officer with 
the British and American Forces. His 
duties entailed arrangements for the move- 
ment of large bodies of troops, and he 
received the commendation and thanks of 
the Service chiefs for the excellent co- 
operation afforded. Mr. Bruce is retiring 
to devote his entire attention to the man- 
agement of the family property in the 
Shetlands. Although his resignation for- 
mally dated from February 1, he will 
remain in Belfast for two or three months 
to assist in the changeover. 


sal Mapes. see met 


Back row (standing) : 
Ray (B.P.Ry.); 
Ry.); 
(J.Ry.); 

Front row (sitting) : 


Nanda (President, 
(Bk.S.Ry.); Mr. H 


I.R.C.A); 


Mr. Jetha Nand (I.R.C.A.); 
Rai Bahadur A. Bholanath (B.A.Ry.); 
Mr. K. R. Ghatge (Sc.S.Ry.); 
Mr. R. Hydari "(H.E.H.the N.S. Ry.); 
Mr. S. G. Pick (B.B.& C.1.Ry.); 
Lt.-Colonel R. B. Emerson (G.1.P.Ry.); 
Mr. W. A. Anderson (N.W.Ry.); 
H. Rangachar (M.S.Ry.); 


Mr. Sidney Smith (S.I.Ry.); 
Mr. F. H. Bibra (B.S.Ry.); 
Rowsell (Jp.S.Ry.) 
Mr. H. F. Simpson (I.R.C.A.) 


Mr. V. N. 


Mr. H. G. Rawlins (J.Ry.); 


Mr. M. R. Pandya (Gondal Ry.); 
Mr. A. Howell (B.L.Ry.); 
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Mr. F. I. S. Gill 
Appointed Eastern Divisional Engineer 
Southern Railway 


Mr. J. W. Hutton, M.Inst.T., Secretary, 
Noithern Counties Committee, L.M.S.R., 
who, as recorded in our February 8 issue, 
has been appointed Manager of the com- 
mittee, comes from Belfast; his appoint- 
ment is a departure from the practice of 
selecting an official from Great Britain for 
this important position. His service with 
the Northern Counties Committee dates 
back to 1910, and for the past few years 
he has been Secretary. He has had ex- 
perience in various departments, and has 
acted as assistant to the three previous 
Managers of the committee, Mr. Malcolm 
Speir, Mr. F. A. Pope, and Mr. R. H. W. 
Bruce. Mr. Hutton’s railway service has 
been unbroken except for the period of 
the war of 1914-18, in the early stages of 
which he served in the North Irish Horse. 
He then gained a commission in the 8th 
Battalion, Royal Irish Rifles, and he was 
wounded at Passchendaele in 1917. On 
recovery, he was transferred to the Royal 
Air Force; and he was being trained as a 
pilot when the armistice intervened. He 
is widely known in Irish business circles. 


Mr. H.N. 
Khan Bahadur N. R. Green (Morvi 
Mr. C. Gregory Jones 


Mr. R. de K. Maynard (M. & S.M.Ry.); Mr. R. G. Manson (B.A.Ry.); 
Rai Bahadur N. C. Ghosh (E.1.Ry.); Mr. W. R. otk}: (B.N.Ry.); 
Mr. G. A. Rowlerson (O.T.Ry. 


Mr. J. N. 
); Mr. Frank D’Souza 


Rai Saheb Girdharlal D. Mehta (J.& D. Ry.) 


INDIAN RAILWAY CONFERENCE ASSOCIATION 
Group taken at New Delhi during the 48th session which began on November 29, 1945 
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Mr. F. I. S. Gill, A.M.Inst.C.E., Central 
Divisional Engineer (Eastleigh), Southern 
Railway, who, as recorded in our January 
4 issue, has been appointed Eastern 
Divisional Engineer (Ashford), was edu- 
cated at St. Ninian’s, Moffat, and St. 
Edward’s (Oxford). He received his engi- 
neering training at the Crystal Palace 
School of Practical Engineering, where he 
was awarded the Gold Medal and Wilson 
Premium. After serving as a pupil under 
Mr. O. G. C. Drury, Chief Engineer of the 
L.B.S.C.R., for two years, he spent three 
years with Edward Wood & Co. Ltd., con- 
structional engineers; part of that time was 
spent in the company’s London office, and 
part in its works at Trafford Park, Man- 
chester. He joined the Southern Railway 
in 1925 as Assistant in the Bridge Office, 
and was transferred to the London East 
Division in 1927. In 1933 he was trans- 
ferred to the London West Division as 
Special Assistant for Permanent Way, and 
in 1937 was appointed Assistant Southern 
Divisional Engineer, Brighton. In 1943 he 
took over the position of Central 
Divisional Engineer. 


G.W.R. APPOINTMENTS 

Mr. A. T. F. Waple, Chief Clerk & Office 
Assistant, Chief Engineer’s Office, Pad- 
dington, to be Staff & Office Assistant, 
Chief Engineer’s Office, Paddington. 

Mr. P. Lane, Leading Draughtsman, 
Chief Engineer’s Office, Paddington, to be 
Assistant (Research), Chief Engineer’s 
Office, Paddington. 


Mr. W._ Jenkins 
appointed a 
Limited. 


Gibson has_ been 
Director of Hadfields 


Mr. R. J. Hodges, General Manager, 
Mersey Docks & Harbour Board, has re- 
signed his post as Regional Port Director 
for the North West. 


We regret to record the death on Janu- 
ary 25 of Mr. H. C. Rodda, who was 
Works Manager, Wolverhampton, Great 
Western Railway, from 1929 until his re- 
tirement in 1939. 


We regret to record the death on Febru- 
ary 16, at the age of 77, of Mr. T. S. 
Peacock, J.P., Joint Deputy-Chairman of 
Guest, Keen & Nettlefolds Limited. 


Mr. George Griffith, who has been con- 
nected with the motor car industry for 
many years, has been appointed a Direc- 
tor, and General Manager, of the Pullman 
Spring-Filled Co. Ltd. The company is 
starting a considerable expansion scheme, 
which will include the manufacture of 
spring seats for motor cars, aeroplanes, 
railway carriages, ships, and so on. 

Mr. H. W. Howard, M.Inst.T., Assistant 
District Goods Manager, Bristol, Great 
Western Railway, who, as recorded in our 
November 30 issue, has been appointed 
Goods Agent, South Lambeth, entered the 
company’s service at Paddington Goods 
Station in 1905, and obtained general 
goods experience there and at South 
Lambeth until 1922, when he was trans- 
ferred to the Staff Section of the Chief 
Goods Manager’s Office. In 1926 he be- 
came Chief Staff Clerk to the Bristol Dis- 
trict Goods Manager. He went in 1931 
to the Development Section of the Chief 
Goods Manager’s Office; for two years he 
was Outdoor. Representative. After serv- 
ing at South Lambeth as Chief Clerk dur- 
ing 1939, he was appointed Chief Repre- 
Sentative to the London District Goods 
Manager, and in 1941 was placed on 
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special duties in the Chief Goods Mana- 
ger’s Office. He was appointed Assistant 
District Goods Manager, Bristol, in May. 
1944, Mr. Howard secured the Brunel 
Medal in 1921 at the London School of 
Economics. He was lecturer for the 
Goods Rates and Station Working Course 
for 13 years until 1939, when the out- 
break of war suspended activities ir that 
direction. 

Mr. A. Higginson, Goods Agent, Bir- 
kenhead, Great Western Railway, who, 
as recorded in our November 30 issue, 
has been appointed Assistant District 
Goods Manager, Bristol, began his railway 
career at Truro in 1910. With the ex- 
ception of active war service from 1914 
to 1918, he held various posts in the 
Plymouth District until January, 1940, in- 
cluding Quay Superintendent & Station- 
master, Fowey, and Chief Clerk to the 
District Traffic Manager, Plymouth. In 
January, 1940, he was appointed Assistant 
District Traffic Manager, Central Wales 
Division, Oswestry, and in September, 
1944, was promoted to be Goods Agent, 
Birkenhead. 


At the annual general meeting of the 
SKAL Club of Birmingham the following 
officers were elected for 1946 :—President: 
Mr. Maurice Cooke (Maurice Cooke & 
Co. Ltd.); Past-Presidents: Messrs. C. 
Rayner-Smith (Great Western Railway) 
and G: Murrell (Canadian Pacific Rail- 
way); Vice-Presidents: Messrs. G. E. 
Allen (Allenways Limited), and J. P. 
Savage and D. M. Sinclair (Birmingham 
& Midland Motor Omnibus Co. Ltd.): 
Chairman: Mr. J. B. Dunkley (L.M.S.R.); 
Vice-Chairman: Councillor E. P. Ray 
(Stratford-upon-Avon); Honorary  Secre- 
tary: Mr. F. T. Ranger (Cunard White 
Star Limited); Honorary Treasurer: Mr. 
A. C. Allen (Ellermans Wilson Line 
Limited); Honorary Press and Programme 
Secretary: Mr. F. Barrett (Great Western 
Railway). 

INDIAN RAILWAY STAFF CHANGES 

Khan Bahadur B. A. Khan, Deputy 
General Manager (Personnel), N.W.R., was 
placed on special duty for one month from 
January 14. 

Mr. D. M. Hambly, Deputy General 
Manager, N.W.R., was appointed to offi- 
ciate in place of Khan Bahadur B. A. 
Khan. 

Mr. E. A. Blackwood, Statistical Officer, 
N.W.R., was appointed to officiate as 
Deputy General Manager. wal 

Mr. W. L. D. Martin, on return from 
leave, has been appointed Deputy General 
Manager (Rehabilitation & Development), 
N.W.R. 

Mr. S. M. Johnson, M.C., on return 
from leave, has taken over as Deputy 
Chief Engineer (Bridges), N.W.R., from 
Mr. P. S. A. Berridge, who has reverted 
to his previous post of Executive Bridge 
Engineer. 

Mr. J. N. Macmillan, Officiating Deputy 
Chief Engineer, Signals, N.W.R., has been 
granted six months’ leave as from Decem- 
ber 26 last. 

Mr. W. R. Bumstead has been appointed 
to officiate as Deputy Chief Engineer, Sig- 
nals, N.W.R., in place of Mr. Macmillan. 

Mr. T. M. Robinson, on return from 
leave, has been appointed to officiate as 
Deputy Chief Operating Superintendent, 
N.W.R 


Mr. T. H. B. Jones, Officiating Deputy 
Chief Operating Superintendent, N.W.R., 
has been granted six months’ leave as from 
December 14 last. 

Mr. J. W. McWilliam has been confirmed 
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permanently as Deputy Locomotive & 
Carriage Superintendent, B.B.C.LR. 

Khan Bahadur J. D. Bhote has been con- 
firmed as Deputy Chief Accounts Officer, 
M.S.M.R. 

Mr. S. E. L. West, C.LE., O.B.E., has 
been confirmed as Member, Transportation, 
Railway Board. 


Lord Leathers, who was Minister of War 
Transport in the last Government, has been 
elected a Director of the Peninsular & 
Oriental Steam Navigation Co. and of the 
British India Steam Navigation Co. Ltd. 


Mr. G. W. Lacey, General Sales Mana- 
ger responsible for the Sales Division of 
the British Aluminium Co. Ltd., has been 
appointed a Director of the company. Mr. 
E. A. Langham, who has recently returned 
from India, has taken up his appointment 
as Sales Manager in the Sales Division. On 
the appointment of Mr. E. A. Langham as 
Sales Manager, Mr. A. W. Langham, who 
has been Acting Sales Manager and respon- 
sible for the Sales and Sales Planning De- 
partments, has now taken up his appoint- 
ment as Sales Planning Manager. 


Retired Railway Officers’ 
Society 


A record number of 47 members at- 
tended the 45th annual general meeting of 
the Retired Railway Officers’ Society at the 
Great Eastern Hotel, Liverpool Street, 
London, on February 12, when the report 
and accounts for 1945 were submitted and 
adopted. The report recorded that the nor- 
mal activities of the Society had had again 
to be curtailed on account of wartime con- 
ditions, but that eight monthly meetings had 
been held, with an average attendance of 29 
members. The autumn luncheon, sus- 
pended during the war, was held at the 
Connaught Rooms on November 20. The 
total membership is now 129, and during 
the year 13 new members were elected. 
The accounts showed a credit balance of 
£119 5s. 8d. 

Mr. H. R. Campfield proposed the re- 
election of the President, Major-General 
G. S. Szlumper, for a second term of office. 
This was seconded by Mr. J. Pike, and was 
carried. The Honorary Treasurer, Mr. 
J. W. Lovejoy, and the Honorary Auditors, 
Lt.-Col. Wilson and Mr. J. Howie, were 
re-elected, as was the Honorary Secre- 
tary, Major A. S. Mills. Votes of thanks 
were accorded the President and the offi- 
cers for their valued services during the 
past year. 

A popular member and regular atten- 
dant at the monthly meetings of the 
Society before his illmess was Mr. F. 
Ruffell, of Duffield, Derbyshire, and it was 
with great regret that members heard he 
had passed away on Janary 20, in his 73rd 
year. 

The Society is growing rapidly now that 
the war is over, and five new members 
were elected at the meeting on February 
12. Members generally are asked to assist 
in increasing further the membership by 
bringing forward for election retired rail- 
way Officers. Several short talks have been 
promised for the coming season, and the 
Honorary Secretary would be glad to hear 
from other members who might be willing 
to contribute in this way. The resumption 
of pre-war functions will be continued by 
the holding of a ladies’ tea and musical 
entertainment on April 2 at the Abercorn 
Rooms, Great Eastern Hotel, London; a 
summer outing also is under consideration. 
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The Indian Railway Conference Association 


Notes on the 48th Session at 
HE 48th session of the Indian Railway 
Conference opened at New Delhi on 
November 29, 1945, with Mr. J. N. Nanda, 
General Manager of the Nizam’s State Rail- 
way, delivering his presidential address. 
Among the official visitors he welcomed Sir 
Edward Benthall, Member for War Trans- 
port, and Sir Arthur Griffin, Chief Commis- 
sioner of Railways, paying high tribute to 
their work, and calling attention to the fact 
that the latter officer was the first Chief Com- 
missioner to act as a Member of the Viceroy’s 
Executive Council in Sir Edward’s absence. 

Referring to the Birthday Honours List, 
he offered, on behalf of the Conference, con- 
= to Sir Edward Benthall, on his 

K.C.S.I.: to Sir Satyendranath Roy, late 
Secretary, War Transport Department, on his 
K.C.1.E.; to Colonel Wagstaff, Member of 
the Railway Board, on his C.S.1.; to Mr. H. 
Hinton Cooper, Chief Mechanical Engineer, 
N.W.R., on his C.B.E.; and to Mr. V. N 
Rowsell, late Traffic Superintendent, 
B.B.C.L.R., on his O.B.E. A number of 
other officers who had received the M.B.E. 
and other honours were also mentioned. 
Reference was then made to the appoint- 
ments of Mr. S. E. West and Dr. Nichols as 
new Members of the Railway Board; to Mr 
(now Sir George) Cuffe as Director General 
of Railways (Calcutta); and to Messrs. 
Manson, Maunder, Rowsell, and Basrur as 
General Managers; to all of them Mr. 
Nanda voiced the congratulations of the 
conference. 

The President next referred with regret 
to the deaths of Sir George Godfrey, former 
Agent, B.N.R., and Member of the Railway 
Board during the 1914-18 war; Mr. A. T. 
Stowell, former Chief Operating Superinten- 
dent, N.W.R.; Mr. F. J. C. Hanson, Chief 
Engineer, M.S.M.R.; Mr. G. E. Berkley, 
Chief Traffic Manager, G.I.P.R.; Dewan 
Bahadur B. R. Singh, first Indian Agent of 
an Indian Government Railway; and other 
eminent officers. 

Among the prominent officers who had 
retired since the previous conference, Mr. 
Nanda paid tribute to Sir Hugh Roper and 
Sir Robert Marriott. 


PROPOSED CHANGE IN RATING 

Proceeding to discuss the current activities 
of the conference, the address dealt with 
wagon interchange under Mr. West, the post- 
war rating policy investigation by Mr. K. L. 
Crawford, co-ordination of road and rail 
transport, and the “ human factor.” The 
fundamental change proposed in rating was 
from the flat class rate scales to telescopic 
scales to be applied on continuous mileage, a 
simplification easily understandable by the 
trading community. The tapering scales, 
said the President, were expected to bring the 
rates structure closer to what the traffic could 
afford to pay for transport, and to eliminate 
the quotation of large numbers of non- 
standard rates at present complicating the 
position. 


ROAD AND RAIL TRANSPORT 


The Central Government already had 
achieved a considerable measure of agree- 
ment with the Provincial Governments as to 
co-relation of rail and road services and the 
co-operation of the railways with road 
operators, and future success now depended 
on the goodwill and efficiency with which the 
“Code of Principles and Practice,” agreed 
with the Provinces, was applied and enforced. 
All that the railways demanded was that the 
supervision of road services in future should 
be as strict as the enforcement of the Rail- 
way Act on the railways. Mr. Nanda held 
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up Hyderabad, where both 
road services are owned and worked by 
the Government of the State, as a model 


to be emulated throughout India. 


railways and 


PERSONNEL MATTERS 
The President next called attention to the 
need for a higher degree of efficiency from 
railway personnel generally. Every oppor- 


tunity must be given for the improvement of 


individual skill, and the railways, if they were 
to keep pace with the times, could not be 
managed on the orthodox lines of a govern- 
ment department. He believed that 
training schemes must be extended to provide 
training for all, so that every man would 
become transport-minded. To improve 
recruitment, scientific means must be adopted 
to determine the job for which a person was 
most suitable. Again, railways were almost 
submerged in the mass of routine clerical 
work at present necessary, due to the 
inability of the staff to take responsibility, 
but as the efficiency of the individual im- 
proved this should be able to be reduced, a 
reduction essential if modern service was to 
be given in a modern world. The advan- 
tages of decentralisation must not be over- 
looked. Mr. Nanda also advocated acceler- 
ated promotion for exceptional ability and 
said they must remember that qualities of 
leadership and initiative were of greater 
importance than academic attainments in 
the selection of men for training as officers. 
Moreover, if in competition with industry 
railways were to be successful commercial 
concerns, their personnel from top to bottom 
must not be paid on a level below that of 
industry. 


PuBLIC RELATIONS 

Finally, in discussing the human factor 
in relation with the travelling public and 
commercial community, the President re- 
minded his listeners that they would soon 
“be looking for custom,” and it was, therefore, 
all-important that the re-establishment of 
public relations should be handled by expert 
Public Relations Officers with special training. 
Before closing, Mr. Nanda _ recorded his 
appreciation of the invaluable assistance 
given him by Mr. Simpson, General Secre- 
tary, I.R.C.A. 


SPEECH BY MEMBER FOR WAR TRANSPORT 
After the presidential address, Sir Edward 
Benthall congratulated Mr. Nanda as the 
first Indian President. He went on to say 
that, as a result of his contacts in London 
and Delhi and throughout the country, he 
could sum up the general opinion on the work 
of the railways in the words : “ the railways 
have done a good job,”’ during the war years. 
The Honourable Member then proceeded 
to deal with the rates question raised by the 
President. He expressed the view that it 
was not quite the time to settle finally what 
post-war rates would be, because railway 
rates had not been raised during the war to 
correspond to the general level of prices, 
and it remained to be seen whether the 
increased post-war volume of traffic would 
more than balance the rise in operating costs 
due to higher wages, price of coal, and all 
other costs of operation. He could say, 
however, that his investigations showed 
that the present structure had not seriously 
handicapped internal industry. Sweeping 
innovations vital to the country’s largest 
commercial asset, the railways, required 
the closest scrutiny, but he agreed that a 
broad view of the issues should be taken. 
Turning to road-rail co-ordination, Sir 
Edward said that during the last year great 
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strides had been made, and with the goodwili 
and co-operation of the Provincial Goverp. 
ments, “‘a quite surprising degree of ¢o. 
ordinated policy between road and rail” 
had been reached. They had now come to 
the stage of carrying out that policy in their 
respective fields, and the paramount necessity 
for success to be achieved in implementing j it 

was a continuance of sympathetic under- 
standing of, and co-operation over, each 
other’s problems between the interests con- 
cerned. The expansion of roads and road 
transport was going to be one of the big 
things of post-war development in India, a 
fact loyally accepted by the railways, and 
they had done their best to work out with 
the Provinces a code of principles and prac. 
tice to mitigate to a reasonable extent the 
effects of this development on the railways, 
and to secure the right of the railways to get 
on the roads. A_ reasonable compromise 
had been reached between State and private 
ownership and between protection of the 
State’s financial interest and road transport 
business management. The Road Depart- 
ment of railways was now a key department, 
and might easily become the key department, 
calling for the brains, energy and tact of 
the best men in the railway administrations. 


REVISED SCALES OF PAY INADEQUATE 

On the human factor, Sir Edward agreed 
with the President that either routine office 
work must be reduced to enable officers to 
get out and carry on their duties efficiently, 
or there must be an increase or re-organisa- 
tion of staff to deal with it, or a combination 
of both measures. A striking fact thrown 
up by the war was that whereas in the Army 
there was about one officer to 50 men, on the 
railways they had only about one to 450, 
The railway cadre should, therefore, be a 
corps d elite, and standards of efficiency 
must be kept at the highest level. Such 
efficiency in the supervisory staff pre- 
supposed a contentment with its lot, and the 
Government was aware that staff on the 
revised scales of pay was not satisfied with 
its position and prospects. The matter 
would be considered as soon as possible, 
but the problem applied to all Government 
services and could not be finally solved 
until the cost of living settled down with the 
return of more normal conditions. The 
problem had been greatly complicated by 
the taking over of company-worked railways. 


TRANSPORTATION EFFICIENCY 


He said it seemed to him that in many 
respects Indian railways had a very high level 
of efficiency, and that their civil and mech- 
anical engineering in particular challenged 
comparison with that of any other railway 
system. He was, however, not so sure that 
sufficient attention had been paid to the very 
high standards required in modern conditions 
in the Traffic and Transportation Depart- 
ments. They ought to be the truly specialist 
technicians of the railway service, the product 
of thorough railway training. He was not 
suggesting that weed had not done a very fine 
job. They had—a very remarkable job, 
otherwise the war traffic could not have been 
carried. Indian railways had, however, to 
be tip-top in operation—as they were in 
other spheres—and that was a matter of 
training and departmental esprit de corps— 
in fact of the human element. 


PROBLEM OF ABSORBING 300,000 MEN 


Returning to the subject of contentment 
among the staff, and in particular the non- 
gazetted and temporary staff, Sir Edward 
said that though railwaymen generally were 
reasonably contented with their past treat- 
ment, there was grave anxiety among tem- 
porary men regarding the future. The labour 
strength of the railways to-day was 250,000 
greater than in 1939, and the adjustment of 
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non-gazetted cadres to post-war require- 
ments presented peculiar difficulties. _More- 
over, in accordance with Government policy, 
State-owned (presumably he meant Govern- 
ment) railways had to recruit 70,000 ex- 
service men, and their ability to absorb the 
railwaymen who would thus be displaced, as 
well as the temporary staff recruited for war- 
time activities that had now ceased, would 
depend not only on the tempo of rehabilita- 
tion and the speed with which new projects 
were taken in hand, but also on the level of 
traffic offering. So far only about 8,000 men, 
who had been engaged on direct war work, 
were being discharged, and if traffic kept up, 
it was hoped that the percentage of total 
labour that would have to be discharged 
would be very small. 

An important item of business during the 
session was the election of Mr. J. F. C. Rey- 
nolds, General Manager, South Indian Rail- 
way, aS President for the year 1946-47. 

We reproduce, on page 200, a group 
photograph of the gathering in New Delhi 
for this session of the conference. 


Railway Restoration in Greece 


Part restoration of regular railway 
communications in Greece, destroyed by 
the withdrawal of German occupation 
troops in the autumn of 1944, had made 
fair progress by the end of 1945. The 
\thens—Peloponnesus Railway (S.P.A.P.) 
was running a diesel-engined railcar with 
trailer, having a capacity of about 150 
passengers, between Athens and Loutraki 
across the canal from Corinth. Passengers 
destined for poinis beyond Corinth on the 
way to Patras cross over a pontoon bridge 
and continue their journey by bus operated 
by the S.P.A.P. 

Passengers for Tripolis and Kalamata 
board another railcar at Corinth, which 
takes them to Achladocambos, about 15 
miles from Tripolis, and the trip is con- 
tinued by bus to Tripolis and points be- 
yond in the directions of Kalamata or 
Sparta and Gytheion. The Athens—Tripo- 
lis trip requires about 7 hr., while the 
Athens—Kalama‘a and Athens—Gytheion 
journeys take 114 hr. 

A second railcar leaves Athens daily 
for Loutraki for points along the Pelo- 
ponnesian coast of the Gulf of Corinth 
as far as Derveni, midway between 
Corinth and Patras, and for Argos and 
Nauplia. The trip from Corinth to Der- 
veni is made by bus, but that to Nauplia 
is made by a connecting railcar service. 

A limited goods service is also avail- 
able between Athens and Kalamaki, a 
point a short distance from the eastern 
end of the Corinth Canal. Thus Kalamaki 
has become the starting point for convey- 
ing U.N.R.R.A. supplies into the Pelo- 
ponnesus. The Patras—Kalamata rail- 
way line. along the western coast of the 
Peloponnesus, is now reported to be open 
for traffic. 

Regular passenger and goods service was 
resumed by the Greek State Railways 
(S.E.K). on October 1 between Salonika 
and Svilengrad (Bulgaria), the terminal 
point of the Eastern Macedonian rail- 
ways at the junction of the Greek, Turkish, 
and Bulgarian frontiers. At Svilengrad 
the Greek trains connect with the rail 
service to and from Sofia. Local trains 
Operate between Salonika and _inter- 
Mediate points, such as Serres, Drama, 
and Alexandroupolis; the time schedule 
for the journey between Salonika and 
Alexandroupolis is 164 hr. 

On the Athens—Salonika line only a 
daily service between Athens and Tatoi, 
15S miles northward, has been re-estab- 
lished, but various short stretches of this 
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line are expected to be re-opened to local 
traffic in the immediate future. This is 
true also of the Salonika—Ghevgheli and 
Salonika— Florina lines, both running to 
the frontier of Jugoslavia. 

An earlier note on the repair of the 
Greek railways was published in our issue 
of November 23, 1945 (page 543). 


New Cargo Berth at Swansea, 
G.W.R. 


One of the first of the G.W.R. improve- 
ment plans for the South Wales ports has 
recently been brought into being by the 
re-equipment of a general cargo berth at 
Kings Dock, Swansea. This berth has 
recently been provided with six new 3-ton 
electric cranes, built by Stothert & Pitt 
Limited, of Bath, at a cost of nearly 
£40,000; with the two modern 6-ton cranes 
already there, the berth is well provided 
with quayside cranes, capabie of catering 
for all normal classes of general cargo 
traffic. 

The berth is 820 ft. long, 
lent rail and road facilities 


and has exce!- 
alongside ship. 


Six new 3-ton electric cranes on the 
general cargo berth at King’s Dock 
Swansea 


The adjacent warehouse has a floor space 
of 133,429 sq. ft. There is ample parking 
space for road vehicles nearby. 

This berth was previously equipped with 
comparatively short-jib hydraulic cranes, 
all of which, now that the new battery is 
ready for use, have been transferred to 
other parts of the dock, where they will 
continue to do useful work augmenting 
the existing cranage strength for dealing 
with Continental and other smaller types 
of shipping tonnage. 


RAILWAY PROGRESS LECTURE.—A lecture 
on “Railway Progress,” illustrated by 
colour films, will be given to the Southern 
Railway Lecture & Debating Society by 
Mr. J. R. Hind, A.M.Inst.T., British Rail- 
ways Press Officer, on March 7. The 
meeting will be held at the Chapter House, 
St. Thomas’s Street, S.E.1, at 5.45 p.m. 


Staff & Labour 


Fatal Accident while Oiling and 
Cleaning Apparatus 

The House of Lords, by a majority, 
recently allowed the appeal of the defen- 
dant. the London & North Eastern Rail- 
way Company, from the decision of the 
Court of Appeal (Lord = Justice 
MacKinnon, Lord Justice Lawrence, and 
Lord Justiee Morton), which reversed the 
judgment of Mr. Justice Stable in an 
action brought by Mrs. Muriel Ivy Berri- 
man under the Fatal Accidents Acts for 
damages for the death of her husband, 
Mr. John Frederick Berriman, who was 
employed as a signal fitter’s labourer by 
the defendant. 

On December 27, 1943, Mr. Berriman 
was run down and killed by one of the 
company’s trains, when, in the course of 
his employment, he was engaged in oiling 
and cleaning the connecting rods which 
actuated points at West Parade Junction, 
Hull. Mrs. Berriman alleged that her hus- 
band’s death had been caused by the de- 
fendant’s breach of rule 9 of the Preven- 
tion of Accidents Rules, 1902, made by 
the Board of Trade pursuant to Section 
| (1) of the Railway Employment (Preven- 
tion of Accidents) Act, 1909. This rule 
contains the following words: 

‘With the object of protecting men work- 
ing singly or in gangs on or near lines of 
railway in use for traffic for the purposes of 
relaying or repairing the permanent way of 
such lines, the railway companies shall, after 
the coming into operation of these rules, im 
all cases where danger is likely to arise, pro- 
vide persons or apparatus for the purpose of 
maintaining a good look-out or for giving 
warning against any train o1 
ing such men so working. 


engine approach- 


The Lord Chancellor, in a dissenting 
opinion, said that he agreed with the 
Court of Appeal that the deceased man 
was at the time of the accident working 
on the permanent way; that a workman 
whose regular and habitual duty was to 
attend to mechanism of the kind in ques- 
tion was a “permanent-way man”; and 
that he was engaged in the work of repair. 
He (His Lordship) would dismiss — the 
appeal. 

Lord MacMillan said that if rule 9 ap- 
plied to the deceased man and to the 
work on which he was engaged, it was 
admitted that it was not observed, for no 
person or apparatus was provided by the 
company to maintain a good look-out or 
to give warning against the approach of 
any train or engine. The deceased man 
was working on or near the lines of rail- 
way in use for traffic, and danger was 
likely to arise. But it was only when men 
were working on or near traffic lines “ for 
the purpose of relaying or repairing the 
permanent way of such lines” that the 
protection of a look-out must be provided. 

The company submitted that the de- 
ceased was not a “ permanent-way man’ 
within the meaning of head 12 of the 
schedule, and was therefore not within the 
category of workmen whom the rule was 
designed to protect. It further submitted 
that the deceased was in any event not 
engaged in any work of relaying or repair- 
ing, and that, if he was engaged in repair- 
ing, he was not repairing the permanent 
way. 

The points were tapering, movable rails 
which enabled vehicles to be switched or 
cuided from one line of track to another. 
They were operated from the signal box 
with which they were connected by a 
system of movable rods, For the safe ‘and 
efficient working of the points and con- 
necting rods their movable parts must be 
kept oiled and cleaned, and in good re- 
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pair. There was much argument whether 
what he might call that switching appa- 
ratus formed any part of the permanent 
way, and whether the men whose duty it 
was to attend to it were permanent-way 
men. The company adduced evidence io 
the effect that in the vernacular of rail- 
waymen the permanent way comprised 
only the ballast and sleepers, chairs, rails, 
and fastenings of which the track was 
composed, while the apparatus, for work- 
ing the signals and points with which the 
system was equipped was never referred 
to as part of the permanent way, except in 
the case of points operated by hand 
levers and unconnected with any signals. 
That distinction, it appeared, was reflected 
in the organisation of railway adminis- 
tration. 

Assuming that evidence was admissible 
as to the meaning of “permanent way ” 
he was not satisfied, on the evidence ad- 
duced, which was largely based on 
administrative practice and convenience, 
that the expression “ permanent way” as 
used in the statute and rule ought to be 
read in the limited sense for which the 
railway company contended. He did not, 
however, find it necessary to pronounce 
finally on that matter, for, in his opinion, 
even if the system of connecting rods 
formed part of the permanent way, the 
deceased was not engaged in relaying or 
repairing those rods. He was oiling and 
cleaning them. There was, of course, no 
question that he was not doing any work 
of relaying the permanent way. The 
critical word for the present purpose was 
“repairing.” He (His Lordship) was un- 
able. having regard to the ordinary usage 
of the English language, to characterise 
the working of oiling and cleaning as a 

work of repair. He would allow the 
appeal. 

Lord Wright delivered an opinion 
stating that he would dismiss the appeal. 

Lord Porter said that in his opinion the 
deceased man was not engaged in repair- 
ing the permanent way or on work of 
repair, and that he would allow the 
appeal. 

Lord Simonds agreed that 
should be allowed. [In his 
deceased man was not engaged 
manent way 


the appeal 

opinion the 
on the per- 
or on the work of repair. 


Converting Road Lorries to Run on 
B.B. & C.LR. 


(Continued from page 198) 


sprung weight from shock, is preserved. 
The fitting of solid steel wheels of any 
type is liable to lead to fractures of either 
axle owing to the lack of cushioning, and 
the retention of the pneumatic tyre will 
reduce rail-joint shocks to the minimum. 

2. The fact that a reasonably thin steel 
tyre is used reduces to a minimum the un- 
desirable fly-wheel effect, and as designed 
the vehicle is safe for all normal speeds. 

3. The job is a simple one to carry out 
out and does not require any special 
material. 

4. The cost of such a conversion is 
moderate and should not exceed Rs. 1,500 
per vehicle. This cost does not include 
the bodywork. 

5. No main structural alterations to the 
vehicle are required, and it can be returned 
to road service at short notice. 

This form of rail motor coach has been 
developed by Mr. C. Twynam, Locomotive 
and Carriage Superintendent, Parel, and 
Mr. B. H. Mayes, Works Manager, Parel, 
and their names are linked in the name 
“ Tywmatic.” 
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Questions in Parliament 


Romford Transport Facilities 

Mr. Thomas Macpherson (Romford— 
Lab.) on January 31 asked the Minister 
of War Transport what arrangements had 
been made for the provision of transport 
facilities for residents in the building 
estate of 581 temporary houses to be 
built near Gallows Corner, Romford. 

Mr. Alfred Barnes in a written answer 
stated: I understand that work has not 
yet commenced on this site. The London 
Passenger Transport Board will watch de- 
velopments and make necessary adjust- 
ments to the three local bus services to 
meet traffic demands. 

Railway Safety Devices 

Mr. J. A. Sparks (Acton—Lab.) on Feb- 
ruary 11 asked the Minister of War Trans- 
port if he would review the non-compulsory 
safety methods and devices at the disposal 
of the railway companies, with a view, in 
suitable cases, to their adoption being made 


compulsory. ; 
Mr. Alfred Barnes (Minister of War 
Transport): New safety devices and im- 


provements to existing ones are constantly 
under review and are brought into use, in 
suitable cases, as opportunity permits. 

Mr. Sparks: Is the Minister aware that, 
although the railways are by far our safest 
means of travel, there is anxiety concerning 
the number of recent accidents; and that 
for more than 30 years officials of his de- 
partment inspecting railway accidents have 
repeatedly recommended certain measures 
which should be adopted? Will he look 
into these recommendations to see to what 
extent they can be adopted for the safer 
working of our railways? 

Mr. Barnes: I can certainly give Mr. 
Sparks the assurance he requires. 


New London Suburbs 

Mr. J. A. Sparks (Acton—Lab.) on Feb- 
ruary I1 asked the Minister of War Trans- 
port if he would arrange for the adoption 
by the four main-line railway companies 
and the L.P.T.B. of the railway proposals 
contained in the Greater London Plan, 
1944: and whether reconsideration would 
be given, in the light of the proposals in 
that report, to contemplated extensions to 
open up new suburbs. 

Mr. Alfred Barnes: In conjunction with 
the Minister of Town & Country Planning, 


I am considering the railway proposals 
contained in the Greater London Plan as 
well as those in the County of London 
Plan. 
G.W.R. Suburban Service 

Mr. J. A. Sparks (Acton—Lab.) on 
February 11 asked the Minister of War 


Transport what prospect there was of a 15- 
minute all stations suburban passenger ser- 
vice from Paddington, Great or nye Rail- 
way, during the weekday periods, 6 a.m. 
to midnight. by electrification or diesel rail- 
car service. 

Mr. Alfred Barnes: So far as I am 
aware, the traffic is not of a nature which 
would warrant a service of this kind being 
undertaken just now. 

Train Delays 

Mr. T. E. N. Driberg (Malden—Lab.) on 
February 11 asked the Minister of War 
Transport if he had considered the com- 
plaints concerning the train service between 
Liverpool Street and Witham, Essex, con- 
tained in a letter forwarded to him on 
January 29, by Mr. Driberg: if he was 
aware that the service on that line had de- 
teriorated in recent months; and what steps 
he was taking to improve it. 

Mr. Alfred Barnes: Yes, sir. I regret the 
time-keeping of this service has deteriorated 
during the winter months. The principal 
causes have been shortage of experienced 
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staff; poor performance of locomotives due 
to inadequate maintenance during the war 
years and inferior-quality coal; speed te. 
Strictions due to permanent-way repairs; 
and heavy passenger traffic necessitating 
longer stops at stations and the running of 
relief trains which at times impede the sche. 
duled trains. I have been in consultation 
with the railway companies about train de. 
lays generally and they have assured me 
that they are taking all practicable steps 
within their power to secure improvements, 

Mr. Driberg: Even allowing for all the 
causes of delay which the Minister has 
outlined, could he say whether he has con- 
sidered the case of the particular train 
which I have brought to his notice? Why, 
if sometimes other trains can arrive pune- 
tually, should one important train, bring- 
ing large numbers of passengers to work 
in London daily, always be late? 

Mr. Barnes: These are some of the 
points which I have recently represented to 
the railway managers, and these and other 
matters are now being carefully examined, 


Goods Traffic Embargo 

Major D. L. Renton (Huntingdon—Lib, 
Nat.) on February 11 asked the Minister of 
War Transport when the embargo on goods 
traffic consigned to St. Ives _ Station, 
L.N.E.R., Huntingdonshire, will be lifted. 

Mr. Alfred Barnes: Traffic to St. Ives 
has been affected by general restrictions 
which the L.N.E.R. has had to impose from 
time to time on the forwarding of goods 
from places in the north to destinations 
south of Doncaster and Peterborough. At 
the present time there is no restriction in 
force which would affect St. Ives. 


Sleeping Berths from Aberdeen 

Colonel C. N. Thornton-Kemsley (Kin- 
cardine & Western—C.) on February 11 
asked the Minister of War Transport on 
what basis sleeping berths were allotted at 
Aberdeen Joint Station; whether the pro- 
portion of sleepers reserved by the com- 
pany to cover last-minute applications by 
business men was higher than at other 
stations; how many first and third class 
sleepers on the London train were normally 
available for non-priority passengers after 
provision had been made for Government 
priority passengers and last-minute busi- 
ness applicants: and if he was aware that 
sleepers for the journey North could be 
obtained in London at not more than 10 
days’ notice, whereas passengers were often 
informed at Aberdeen that all sleepers for 
the journey South were booked a fortnight 
or more ahead. 

Mr. Alfred Barnes: Thirty-four first class 
and fifty-six third class sleeping berths 
are normally provided on the night train 
from Aberdeen to London. Six first class 
and six third class berths are reserved for 
allocation to Government priority passen- 
gers until the afternoon of the day before 
travel. Of the berths available to the 
general public, the railway company allo- 
cates seventeen first class and twenty-one 
third class berths to passengers joining the 
train at Aberdeen and the remainder to 
passengers from Dundee and other stations 
south of Aberdeen. These berths are 
allotted as and when applications are re- 
ceived and none is reserved to meet late 
applications by business men. 

Mr. Hector Hughes (Aberdeen North— 
Lab.): Having regard to the crowds travel- 
ling by the trains running to and from 
Aberdeen, will the Minister consider put- 
ting on some extra trains? 

Mr. Barnes: We have not the trains at 
the moment to put on. 

Dartford Loop Line 

Mr. George Wallace (Chislehurst—Lab.) 
on February 11 asked the Minister of War 
Transport if, in view of the overcrowding 
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during the rush-hour periods on the Dart- 
ford Loop, Southern Railway, he would 
take steps at an early date to reintroduce, 
for the benefit of residents of Sidcup, New 
Eltham, and Mottingham, the former 
alternative service to Blackfriars. 

Mr. Alfred Barnes: The service to Black- 
friars cannot be reintroduced until the 
Blackfriars signal box, which was destroyed 
by enemy action, is restored and signalling 
apparatus is installed. This work is in 
progress and should be completed in about 
six months if sufficient labour is available. 
Railwaymen’s Hours of Work 

Mr. W. McAdam (Salford North—Lab.) 
on February 11 asked the Minister of War 
Transport (1) if he would state the number 
of hours worked by engine drivers on the 
four main-line railway company systems, 
in excess of the standard eight-hour day, 
during the week commencing January 7 and 
ending at midnight on the Saturday of the 
same week; in how many instances did the 
hours on duty extend beyond 10 hours: 
and in how many instances did the hours 
of duty extend beyond that period; (2) if 
he would state the number of hours worked 
by goods guards on the four main-line rail 
company systems in excess of the eight- 
hour day, during the week commencing 
January 7 and ending at midnight on Satur- 
day of the same week; in how many in- 
stances did the hours of duty extend be- 
yond 10 hours; and in how many instances 
did the hours on duty extend beyond that 
period: and (3) if he would state the total 
number of hours worked as special Sunday 
turns of duty by trainmen on the systems of 
the four main-line companies during the 
period beginning January 6 and ending on 
January 27. 

Mr. Alfred Barnes: The information re- 
quired is not readily available, but [ will 
communicate with Mr. McAdam as soon as 
my 1aquiries have been completed. 
Summer Time 

Lt.-Colonel U. Corbett (Ludlow—C.) on 
February 7 asked the Secretary of State 
for the Home Department on what date 
he proposed to restart Summer Time. 

Mr. Chuter Ede (Secretary of State for 
the Home Department): In accordance 
with the Summer Time Acts, 1922 and 
1925, Summer Time will come into force 
this year at 2 a.m. Greenwich Mean Time 
on the morning of April 14. 

Southern Railway Traffic and Staff 

Captain L. D. Gammans (Hornsey—C.) 
on February 11 asked the Minister of War 
Transport if he would issue a statement 
showing the percentage increase in passen- 
gers and freight traffic carried by the 
Southern Railway in the years 1938 and 
1945, respectively, including special trains 
for military and other purposes; and the 
number of the staff in each year. 

Mr. Alfred Barnes in a written answer 
stated: The information available as to 
passenger-miles originating and ton-miles 
of freight traffic on the Southern Railway 
in 1945 indicates increases of 95 per cent. 
in passenger traffic and 31! per cent. in 
freight traffic over 1938. The staff in 1938 
was approximately 68,800. and in 1945, 
67,600, of which a large proportion was 
temporary and less experienced. 

Great Britain-Northern Ireland Services 

Sir Ronald Ross (Londonderry—C.) on 
February 4 asked the Minister of War 
Transport whether he had any statement 
to make as to the resumption of -passen- 
ger services from Great Britain to the port 
of Londonderry. 

Mr. Alfred Barnes: There is no early 
prospect of a vessel being available to 
resume the Glasgow-Londonderry passen- 
ger service. I would, however, remind 
Sir Ronald Ross that the present passen- 
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between Glasgow-Belfast, 
Stranraer-Larne, Liverpool-Belfast and 
Heysham-Belfast provide 24 sailings a 
week in each direction. 

Sir R. Ross: Is the Minister aware of 
the very great use which is made of this 
service in summer time, and cannot he 
make a special effort, as this is the only 
passenger service to the port? 

Mr. Barnes: I can promise it as soon as 
it is possible, but I do not feel that it 
should have undue priority over other ser- 


ger services 


vices. 
Sir Ronald Ross (Londonderry—C.) on 
February 4 asked the Minister of War 


Transport what functions were at present 
being fulfilled by the mail steamers Duke 
of York and Duke of Rothesay, and how 
soon would those ships be available for 
their normal employment cross-channel 
between England and Northern Ireland. 

Mr. Alfred Barnes: The two vessels in 
question are employed between Harwich 
and the Hook in the movement of Service 
personnel to and from the Continent. This 
movement must continue for some con- 
siderable time, and I am at present unable 
to give any indication when the two 
vessels may be released for return to their 
normal employment. 

Sir R. Ross: Is not the Minister aware 
that the tourist industry in Northern Ire- 
land was entirely stopped during the war, 
and that unless these ships, or their equiva- 
lent in passenger- carrying vessels, are pro- 
vided, the tourist trade will not be able 
to start this summer? 

Mr. Barnes: I am very well aware of 
that, but it has been made quite plain in 
the House over and over again that Ser- 
vice requirements, particularly during the 
next six months, must be met before we 
meet demands of the kind outlined by 
Sir Ronald Ross. 


Internal Civil Air Services 


Mr. A. Edward Davies (Burslem—Lab.) 
on February 6 asked the Parliamentary 
Secretary to the Ministry of Civil Aviation 


what internal air services were available 
for public use in Great Britain: how these 
compared with pre-war facilities; and how 
soon a full service might be expected. 
Mr. Ivor Thomas: I will circulate tables 
showing the internal air services now in 
Operation and those in operation at 
August 31, 1939. A reasonably full ser- 
vice may be expected by the late summer. 
Later Mr. Thomas circulated the follow- 
ing tables: — 
TABLE | -INTERNAL AIR SERVICES 
NOW IN OPERATION 

Number of 
services 
a week 


Route 


Allied Airways (Gandar Dower) Limited 
Aberdeen—-Sumburgh ; ais - 6 
Aberdeen—Wick——Kirkwall Sumburgh.. 6 
Aberdeen —Kirkwall ‘ 6 

Great Western & Southern Airlines Limited 
Lands End-——Scilly Isles - ma rs 

Isle of Man Air Services Limited 
Liverpool—_Isle-of-Man 

Channel Island Airways Limited 
London— Guernsey ... 
London—Jersey 
Southampton Guernsey 
Southampton — Guernsey 
Southampton-—Jersey 
Guernsey—Jersey 
Jersey— Guernsey Alderney 

Railway Air Services Limited 
Liverpool_—Belfast 
London Belfast - aan 
London —Liverpoo!_Belfast 
London-—Liverpool—Glasgow 

Scottish Airways Limited 
Inverness—Kirkwall 
Inverness— Kirkwall 
Inverness—Stornoway 
Glasgow—-Belfast ... 
Glasgow— Campeltown 
Glasgow—Islay — nes 
Glasgow —Tiree—Benbecula 
Glasgow— Stornoway 


—- hw 
> 


Jersey 


w 
AOonrm NYUNNANN © 


Sumburgh a 


Stornoway 


West Coast Air Services Limited 
Liverpool * 
London 


Ar BAAANAADAN 


Dublin 
Dublin 
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TABLE 2—INTERNAL AIR SERVICES IN 
OPERATION AT AUGUST 3, 1939 
Number of 
services 
a week 


Route 


Allied Airways (Gandar Dower) Limited 
Aberdeen —-Wick—Thurso—Kirkwall-— 

Lerwick 6 

Lerwick a “ ees 3 
Thurso—Kirkwall ... ea on ar 18 
Thurso—Stromness . 12 

Great Western & Southern Airlines ‘Limited 
Brighton—Ryde— Bournemouth ineameds 35 
Brighton—Ryde (seasonal) oa 7 
Liverpool — Manchester Birmingham 

Bristol—Southampton— Ryde—-Brighton 
(seasonal) ... pa ie are pele 
Cardiff—Bristol—_Bournemouth (seasonal) 
Cardiff—Bristol— Bournemouth—Ryde 
Brighton (seasonal) hie Pre 
Bristol—Exeter (on request) — Plymouth 
Lands End—Scilly Isles (seasonal) = 
Lands End—Scilly Isles (seasonal) ... 
Heston—Croydon— Ryde (seasonal) 

Isle of Man Air Services Limited 
Liverpool—tsle of Man 
Liverpool— Blackpool 
Manchester—Liverpool 


Aberdeen 


a 


—NNWOR WwW ND 2=—N N NN 


Isle of Man 
Isle of Man 
(seasonal) 
Isle of Man 
Belfast aati 


Manchester —Liverpool 


Carlisle 
Glasgow (seasonal) 


Isle of Man 
Isle of Man 
Isle of Man—Belfast . 
Biackpool—lsle of Man 
Jersey Airways Limited 
Heston—Jerse 
Southampton Jersey 
Jersey— Guernsey Brighton (seasonal) . 
Jersey —Guernsey——Exeter (seasonal) 
Heston— Guernsey—Jersey (seasoral) 
Southampton—Guernsey—-Jersey (seasonal) 
Guernsey Airways Limited 
Guernsey Alderney (seasonal) 
Guernsey-—Jersey (seasonal) ae 
Guernsey— Southampton (seasonal) 
Jersey—Guernsey—Brighton (seasonal) . 
Jersey —Guernsey—Exeter (seasonal) 7 
Lundy & Atlantic Coasts Air Lines Limited 
Barnstaple— Lundy Island ae a 
North Eastern Airways Limited 
Croydon —Newcastle—Grangemouth 
Perth_—-Aberdeen 6 
Portsmouth, Southsea & Isle of Wight Avia- 
tion Limited 
Portsmouth— Ryde (seasonal) PN _ 140 
Portsmouth— Sandown (seasonal) aids 14 
Ryde—Bournemouth (seasonal) ... Pa 42 
Southampton—Ryde (seasonal) ... a 14 
Railway Air Services Limited 
Belfast—-Glasgow ... os on aed 19 
Croydon Manchester—Liverpool 
Glasgow 6 
Manchester 
Belfast —Glasgow 
Liverpool oa 2 


_ nr 
NNALDO ANNNAW 


os 


Croydon Birmingham 
Liverpool—Isle of Man 
Croydon—Manchester 
Scottish Airways Limited 
Kirkwall—Lerwick ... dad 
Glasgow —-Perth Inverness- “Wick 
Kirkwall 
Longhope —Westray——Sanday 


6 
4 
4 
6 
Kirkwall! 
North Ronaldsway—Kirkwall 6 
3 
2 
6 


Stronsay 
Glasgow —Tiree —Barra— Benbecula 
North Uist 
Glasgow—-Campeltown —Islay <a des | 
Thurso— Kirkwall . aie at 
Western Airways Limited 
Weston-super-Mare—Cardiff (seasonal) ... 182 
Bristol —_Cardiff—Swansea (seasonal) ode 35 
Swansea—Barnstaple (seasona!) ... “one 14 
Swansea — Barnstaple-—-Newquay 
Penzance (seasonal) 7 
Weston-super-Mare— Bristo! 
Birmingham—Manchester (seasonal) 2! 
West Coast Air Services Limited 
Services operated in conjunction with the 
Irish company, Aer Lingus Teoranta : 
Croydon—Bristol—Dublin aoe a 13 
Dublin—Isle of Man Pst - eee 12 
For all the services listed above, the frequency shown 
is that in operation at August 31, 1939 


New Passenger Carriages 

Mr. J. H. McKie (Galloway—C.) on Feb- 
ruary 11 asked the Minister of War Trans- 
port if he would make a statement as to 
the probable date when the first of the new 
rolling stock, which are now under con- 
struction by the L.M. S.R., would actually 

come into service. 

Mr. Alfred Barnes: I presume that Mr. 
‘McKie refers to new passenger carriages; 
219 are already in service, and additional 
units are coming into use each week. 

Mr. McKie: In view of the fact that the 
L.M.S.R. new rolling stock has been sub- 
ject to much advertisement by the press, 
will the Minister see that these carriages are 
forthcoming at the earliest possible 
moment? 

There was no reply. 
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Notes and News 


Southern Railway Annual General 
Meeting.—The annual general meeting of 
the Southern Railway Company will be 
held at the Wigmore Hall, Wigmore Street, 
London, W.1, at 11.30 a.m. on Thursday, 
March 7. See Official Notices on page 207. 

Overseas Employment.—A personal 
assistant to the chief engineer of the 
Nigerian Government Railway is required, 
for one tour of 12 to 24 months’ resi- 
dentia! service with possible permanency. 
For full particulars see Official Notices 
on page 207. 

European Road Traffic Conference.— 
The first international conference since 
the war to discuss the resumption of road 
traffic across Europe, convened by the 
European Central Inland Transport Orga 
nisation, opened in Brussels on Febru 
arty 2}, 

G.W.R. Works at Port Talbot. 
Great Western Railway Company 
given notice of its intention to apply 
Parliament for an Act authorising con- 
struction of a line from a junction with 
the Docks Extension of the company’s 
Port Talbot Railway, to a junction with 
the Ogmore Valleys Extension of that 
railway. The line will be 1 mile 30 fur- 
iongs in length. 

L.M.S.R. Special General Meeting.—A 


The 
has 
to 


special general meeting of the London 
Midland & Scottish Railway iaeoees 
will be held at Euston Station, London, 
N.W.1, at 12 noon on Tuesday, March 19, 
to consider a Bill to empower the com- 
pany to construct works and acquire 
lands, and also to consider a Scottish Pro- 


visional Order empowering the company 
to construct a railway and acquire lands. 
See Official Notices on page 207. 
Broom & Wade Limited.—Net 
for the year to September 30, 1945, was 
£276,285, compared with £235,875 in 
1943-44, after allocations of £24,129 
(£20,810) for depreciation and £10,000 
(nil) for provision of pensions fund. After 
bringing in £32,333 (£33,718), and deduct- 
ing £228,852 (£199,243) for income tax 
and E.P.T., a final dividend of 114 per 
cent., making 224 per cent., is declared as 
in the preceding year. An allocation of 
£20,000 (£17,692) is made to general re- 
serve, leaving £37,599 brought forward. 
Fire at Victoria Station, Southern Rail- 
way.—A fire broke out at 5.50 p.m. on 
February 17 in some offices above the 
Eastern Section booking office at Victoria 
station, Southern Railway. Most of the 
offices in the biock were destroyed, and 
damage to cables stopped electric train ser- 
vices. The bay of the roof above plat- 
forms 1 and 2 caught fire. The Penicillin 
exhibition train, which was on view at a 
nearby platform, was towed to safety by 
a steam locomotive. While the eiectric 
services were interrupted, Central Section 
electric trains terminated at Clapham Junc- 
tion, and Eastern Section trains were 
diverted to Holborn Viaduct Special 
buses were run between Holborn Viaduct, 
Clapham Junction, and Victoria. Current 
was restored to the electric lines at 9.50 
p.m., and normal services thereon resumed. 


Reductions in Air Insurance Rates.— 
Railway Air Services Limited, West Coast 
Air Services Limited, Isle of Man Air Ser- 
vices, and Great Western & Southern Air 
Lines announce a substantial reduction in 
the personal accident insurance rates for 
Passengers by air. As against a purely 
travel risk premium of 8s. for £1,000 
cover over twenty-four hours, all air book- 
ing offices can now offer a comprehensive 


profit 
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“all risks ” 
premium of 2 
civil air “ave 
during the war 
cover extension 
travel policies, 
all such 


cover for the same period at a 
per £1,000. The record of 
by these companies even 
years has enabled an air 
to be given to overall 
resulting in the revision of 
insurance premiums. In some 
cases this has meant air travel insurance 
premiums being reduced by much as 
75 per cent. with added cover. 


as 


Southern Railway Company.—The direc- 
tors of the Southern Railway Company 
announce that the total net revenue for 
the year 1945 amounts to £6,989,301 as 
compared with £7,000,052 for the year 
1944. The balance brought forward from 
the previous year was £82,074, making the 


total sum available for — distribution 
£7,071.375. After meeting the interest 
and dividends on the pre-ordinary stocks 
the amount available for dividend on the 
ordinary stocks for the year is £2,076,930. 
The directors have resolved to recom- 
mend the proprietors to declare the fol- 


lowing dividends: A final dividend of 23 


per cent. on the preferred ordinary stock, 
making. with the interim dividend of 2! 
per cent. already paid. 5 per cent. for the 
year: per cent. for the whole year on 
the deferred ordinary stock. For the pre- 
vious year a dividend of 5 per cent. was 
paid on the preferred ordinary stock, and 

per cent. was paid on the deferred ordi- 
nary stock. The balance carried forward 
is £67,795 compared with £82,074. It is 


proposed to pay the dividends, less tax, on 
Friday, March 22. 

London Passenger Transport board.— 
[he London Passenger Transport Board 
announces that the net revenue for the 
year 1945 available for the payment of 
interest on the London Transport stocks, 
after giving effect to the estimated opera- 
tion of the financial arrangements in con- 
nection with Government control and in- 
cluding the balance of the London Trans- 
port “C” stock interest fund, is 
£4,687.352. This amount is greater by 
£14,066 than the net revenue for the year 
1944; the increase is accounted for by 
profits on the sale of investments and an 
exceptional credit arising out of adjust- 
ments relating to previous years. These 
items exceed by £23,946 the corresponding 
amount brought into the accounts for the 
previous year, against which there is a 
reduction of £9,880 in the sum transferred 


from the “C” stock interest fund. The 
payment of interest on the prior charge 
London Transport stocks requires 
£3,901,381, leaving for the service of the 


London Transport * C” stock a balance of 
£785,971. A final payment of interest on 
the London Transport “C” stock for the 
year ended December 31, 1945, will be 
made by the Board’s registrars, the Bank 
of England, on March 14, 1946, to all 
holders of London Transport “C” stock 
registered in the books of the Bank. of 
England at the close of business on Febru- 
ary 18, 1946, of 1} per cent. actual, less 
tax at 10s. in the £, making, with the in- 
terim payment of 14 per cent. on August 
24, 1945, a total of 3 per cent. actual for 
the year, the same rate as that paid for 
the previous year. The sum of £15,007 
remaining after the payment of this in- 
terest, being less than one-eighth of one 
per cent. on the London Transport “C” 
stock outstanding, in accordance with Sec- 
tion 39 (1) (ii) of the London Passenger 
Transport Act, 1933, will be transferred 
to the London Transport “C” stock in- 
terest fund. The Board also announces 
that it will transmit shortly to the Minister 
of War Transport the report and state- 
ment of accounts and the auditors’ report 


for the year ended December 31. 


February 22, 


1946 


1945, 


Copies of the annual report and Statement 
of accounts will be on sale at the price of 


Is. each at the 
Broadway, 


after March 13, 


distance coach 


Westminster, 
1946. 
Resumption of Coach Services.- 
routes 


were 


offices of the 
S.W.1, 


board, §§ 
On and 


-Lone- 


resumed op 


February 16, when a service was re-opened 


from 
Blackburn, 


London to Coventry, 
Nelson, 


Birmingham 
Wigan, 


Preston, 


Blackpool, and Fleetwood. On and from 
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British and Irish Railway 


Stocks and Shares 
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London and North Eastern Railway 


Company 
roTICE IS HEREBY GIVEN that the Twenty- 
N third Ordinary General Meeting of the Pro- 
prietors of the London and North Eastern Railway 
Company will be held at Grosvenor House, Park 
Lane, London, W.1t, on Friday, the cighth day of 
March. 1946, at 2.0 p.m., for the purpose of the 
genral business of the Company appointed to be 
jone at an Ordinary Meeting. and for the deter- 
mination of the remuneration of the Auditors for 
the year 1946. 
Dated this 20th day of February, 1946 
Boy Order, 
W. H. JOHNSON, 
Secretary of the Company. 
Maryict ¢ Station, 

London, N.W.1. 

Southern Railway Company 
NOTICE is hereby given that the next ANNUAI 
‘ ;ENERAL MEETING of the Southern Railway 
Company will be held at Wigmore Hall, Wigmore 
Street, in the County ot London, on Thursday. tne 
*th day of March, 1946, at 11.30 a.m., for the 
purpose of receivine the Accounts for the past year 


and tra ansacting the general business of the 
appoint to bs done at an Ordinary 


LF. 3 


Company 
Meeting 


DAWES. 
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OFFICIAL NOTICES 


London Midland and Scottish Railway 
Company 


NOtiIcE IS HEREBY GIVEN that a_ Special 
se General Meeting of the LONDON MIDLAND 
& SCOTTISH RAILWAY COMPANY will, in com- 
pliance with Standing Orders of Parliament. be heid 
at Euston Station, London, N.W.1, on Tuesday. 19th 
March, 1946, at twelve o'clock noon, for the purpose 
of considering, and, if so determined, of approving 
the undermentioned Bill and Provisional Ordet 

LONDON MIDLAND & SCOTTISH RAILWAY 

BILL (H.L.) 

An Act to empower the ? 
works and to acquire lands; and for other purposes 
LONDON MIDLAND & SCOTTISH RAILWAY 

PROVISIONAL ORDER (SCOTLAND) 

Provisional Order to empower the London Midland 
& Scottish Railway Company to construct a railway 
and to acquire lands; and for other purposes 

ROYDEN, Chairman 
G. R. SMITH. Secretary 


Company to construct 


Euston Station, 
ondon, 
February 


N.W.i 


20th 1946 


London Midland and Scottish Railway 


Company 

NOTICE IS HEREBY GIVEN that the _ next 
4 ORDINARY GENERAI MEETING of the 
London Midland and Scottish Railway Company will 
be held at Euston Station, London, N.W.1, on 
Friday, the Ist day of March, 1946, at 11.30 a.m 
precisely, for the transaction of the general business 
of the Company 


ROYDEN, Chairman 


207 


Great Western Railway Company 


NOTICE IS HEREBY GIVEN that the ANNUAL 
‘ GENERAL MEETING of the Proprietors of 
this Company will be held in London, at the Great 
Western Royal Hotel, Paddington Station, on Wed- 
nesday, the 6th day of March, 1946, at Half-past 
Eleven o'clock in the morning, for the general 
purposes of business. 
PORTAL, Chairman. 
F. R. E. DAVIS, Secretary 
Paddington Station, 
London, W.C.2 
18th February, 1946 


Overseas Employment 


ASSISTANT TO THE CHIEF 
required by the Nigerian Govern- 
one tour of 12 to 24 months’ resi- 
dential service with possible permanency Salary, 
#400 a year, rising to £720 a year. On salary of 
£400 a local allowance of £60 and separation allow- 
for married men of between £84 and £204 a 
year according to number of dependants Free pas- 
sages and quarters. Candidates must have a working 
knowledge of railway Civil Engineering Accounting 
and Costing methods; contracts and also ofthe 
general principles of labour management. They 
should be fully conversant with modern office methods 
ind be capable of taking charge of a large office. 
Members. of ; 


ERSONAIL 
P ENGINEER 
ment Railway for 


ance 


the Institute of Transport would be 

preferred 
Applications, which must be in writing, stating 
date of birth, full details of qualifications and experi- 
nee, including presen: employment; also Identity 


and National Service or other registration particulars, 








Secretary G. R. SMITH, Secretary and quoting reference No. F.A.101, should be ad- 
Waterloo Station, Euston Station, diessea to the Miaistry of Labour and National 
Lonion London, N.W.1 Service, London Appointments Office, 1-6, Tavistock 

14th February, 1946 I4th February, 1946 Square, Lene n, 1 
April 14, coach operators will be per- train, said: “I saw a red light swinging House, Regent Street, London, W.1.  Plas- 
mitted to run tours and excursions without from side to side and | shouted across to tic urea sheet material, 0.055 in. thick, i 
limitation of distance, and without being my driver to stop. He had seen it at the used for the ceiling. A strip of board at 
required to obtain sanction from the same time. He put on the brakes and we the back of the seat above the headrest is 
regional transport commissioner. The were going very slowly when we hit the vf a sandwich engraving material incor- 
present distance limits are 25 miles each obstruction. I saw a signal light change to porating permanent numbers of the seats. 
way for excursions and tours, and 35 miles red when our train was less than a length The window sills are covered with a 
for private party outings. away. I saw the swinging light a split blister-proof plastic material, impervious to 
G.W.R. Docks Office Re-Opened.—After second before I saw the signal change.” burns from lighted cigarettes and so forth, 
being closed for six years, the G.W.R. Signalman G. T. Baines, of Potters Bar and below the windows is used a urea skin 
City Docks Department office, at 84, box, said: “I anticipated the Hatfield to material on hardboard panelling. A black 
Leadenhall Street, London, E.C., has been Kings Cross train would stop at the inner phenolic material is used for kicking 


re-opened to deal with inquiries from ship- 
ping companies and traders interested in 
the import and export trade through the 
South Wales ports and Plymouth. 

Jubilee of the Uganda Railway.—The 
authorship of the article with this title in 
our January 18 issue was incorrectly attri- 
buted to Mr. A. Dalton, Superintendent of 


the Line. Kenya & Uganda Railways & 
Harbours. We understand that it was 
compiled in the main by Mr. Alan 
Johnston, M.Inst.C.E.. a Senior District 
Engineer of the K.U.R. & H. Adminis- 
tration. 

Inquiry into Accident at Potters Bar, 


L.N.E.R.—The Ministry of War Transport 
held an inguiry at Liverpool Street Station, 
L.N.E.R., on February 15, into the acci- 
dent at Potters Bar, L.N.E.R., on Febru- 
ary 10. Colonel Sir Alan Mount, Chief 
Inspecting Officer of Railways, Ministry of 
War Transport, who presided, said that 
there were 1,075 passengers in the three 
trains. Two soldiers were killed and 11 
other persons injured. Six L.N.E.R. em- 


Ployees were also injured. Mr. H. C. 
Johnson, Assistant Superintendent (West- 
ern Section), Southern Area, L.N.E.R., 


explained that the accident occurred about 
10.7 p.m. when the 9.32 Hatfield to Kings 
Cross passenger train became derailed. 
Almost immediately the 9.45 Kings Cross 
to Edinburgh train ran into it. A Brad- 
ford to Kings Cross express then became 


involved. The derailment of the Hatfield 
train was caused by running into the 
buffers at Potters Bar platform. _The 


fireman of the Edinburgh train, Mr. R. E. 
Harsley, said that all the signals he saw 
from Kings Cross were “off.” Fireman 
George Sims, who was on the Bradford 


home signal, which was at red. The train 
passed the signal and so I sent an obstruc- 
tion danger signal to neighbouring signal 


boxes. I immediately put the up-line sig- 
nals at danger. These signals had been 


pulled for the Bradford-Kings Cross train. 


1 then placed the down-line signals at 
danger for the Edinburgh train. My next 
thought was for the Hatfield train going 


into the buffers and I tried to reverse the 
points to divert it. 

Great Western Railway.—The net 
revenue of the company for the year 1945 
is £6,943,585, an increase of £3,456 com- 
pared with the net revenue for the year 
1944. An appropriation of £150,000 has 
been made from the contingency fund, 
making the sum available for distribution, 
including the balance of £311,975 brought 
forward, £7,405,560. After meeting the 
interest and dividends on the pre- -ordinary 
stocks, there remains a_ balance of 
£2,415,791, and the directors have decided 
to recommend the payment of a dividend 
for the half-year ended December 31, 1945, 
of £3 per cent. on the consolidated ordi- 
nary stock, making £5 per cent. for the 
year, leaving a balance to be carried for- 
ward of £269,305. The contingency fund, 
after the appropriation of £150,000, now 
stands at £4,803,475, or £1,840,000 more 
than at December 31, 1939. The dividend 
warrants will be posted on or about 
March 13. 


Plastic Sheet Material in Railway 
Coaches.—De La Rue Insulation Ltd., 
has been investigating the possibility of us- 
ing plastic sheet material in the construc- 
tion of railway coaches, and has erected 
a “ mock-up” of a railway compartment 
in plastic material at its offices at Imperial 


boards below the windows, and as a result 
of consideration that has been given to the 
design, it is suggested that a similar 
material should be used at the back of the 
luggage racks where the walls may be sub- 
jected to abrasion and scratching from 
suitcases and so on. 


Contracts and Tenders 


Below is a list of orders placed recently 
by the Egyptian State Railways:— 


C. C. Wakefield & Co. Ltd.: Lubricating 
and engine oil. 
Sun Electrical Co. Ltd.: Staples. 


Buck & Hickman Limited: Chain jack. 
George Angus & Co. Ltd.: Belt fasteners. 
J. Stone & Co. Ltd.: Belt fasteners. 


North British Locomotive Co. Ltd.: Loco- 
motive spares. 

Metropolitan-Vickers Electrical Co. Ltd.: 
Spares. 


Babcock & Wilcox Limited: Spares. 


Forthcoming Meetings 

February 26 (Tues.).—The Institution of 
Civil Engineers, Great George Street, 
Westminster, S.W.1. 5.30 p.m. “ Lay- 
out of Passenger Stations,” by Mr. 
J. F. Bickerton, B.Eng., and Mr. 
Petros Protopapadaski, Assoc.M.M. 
Inst.C.E. 

February 27 (Wed.).—The 
Locomotive Engineers, in the Hall of 
the Institution of Mechanical Engi- 
neers, Storey’s Gate, St. James’s Park, 
London, S.W.1. 6 p.m. ‘A Brief 
History of the Application of Base- 
Exchange Water Softening to Rail- 
ways,” by Mr. A. J. R. Walter, 
Associate. 


Institution of 





Business in stock markets was well main- 
tained although home and foreign develop- 
ments tended to make for a waiting atti- 
tude, and British Funds failed to regain 
all their recent strength. Industrials have 
been helped by encouraging dividend an- 
nouncements; hopes that the next Budget 
may bring tax reductions also continued 
to assist sentiment. A number of dividend 
increases benefited colliery shares, and 
among other nationalisation groups elec- 
tricity supply shares and gas stocks held 
recent gains. The enthusiasm which 
greeted the surprise increase in the 
L.M.S.R. dividend gave way to marked 
disappontment with the Southern and Great 
Western payments, and on Friday of last 
week there was a good deal of selling on 
the part of recent buyers. Quotations 
went xd on Monday and the tendency 
generally became steadier, although at best 
not more than a fractional increase was 
being estimated in the dividend on L.N.E.R. 
second preference. 

There appeared to be an increasing ten- 
dency to await the annual meetings in 
anticipation of reasoned statements of the 
railways’ case against nationalisation and 
their view as to a fair compensation basis 
for stockholders. The waiting attitude 
pending the annual meetings has been re- 
flected by an easier trend in debentures 
and senior preference stocks, which lost a 
small part of their recent rally. 

At current levels, Southern deferred 
yields rather more than 9 per cent., Great 
Western shows a similar return on the basis 
of the higher 5 per cent. dividend, while 
the yield on L.M.S.R. ordinary is as much 
as 14 per cent. on the increased 4 per cent. 
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Railway Stock Market 


dividend. The fact that Great Western 
ordinary is being favoured among junior 
stocks of the main-line railways is due in 
a large measure to the view that dividend 
records since the grouping may play an 
important part in determining the basis of 
nationalisation compensation in respect of 
individual stocks. It is true that the 
higher Great Western dividend for 1945 has 
been made possible by a withdrawal from 
contingencies reserve; but there appears to 
be a growing disposition to assume that 
Great Western ordinary should be the 
smallest yielding of the junior stocks, and 
that on the basis of dividend record it 
seems relatively undervalued. On _ the 
other hand, a factor which draws atten- 
tion to Southern deferred is that as the 
smallest-priced junior stock in the dividend 
list it tends to be favoured as a means of 
participating in the trend of the home rail- 
way market. 

Compared with a week ago, Great 
Western ordinary has gone back from 584 
to 54}, but is now xd. Great Western 
5 per cent. preference was 109 xd., compared 
with 112}, and the 4 per cent. debentures 
eased fractionally to 112. L.M.S.R. ordi- 
nary, 29} xd. a week ago, has gone back 
to 28, and the senior preference receded 
from 78 xd. to 763, and the 1923 prefer- 
ence from 564 xd. to 55. Moreover, 
L.M.S.R. guaranteed stock eased to 1004 
and the 4 per cent. debentures to 106, the 
lower prices being attributed to a disposi- 
tion to await views of the railways as to 
a fair compensation basis for stockholders. 
L.N.E.R. second preference at 304 was a 
point down on balance, and the first pre- 
ference went back 14 to 55, while the 4 


and Stock Prices 


Traffic for week 


Totals 
Inc. or dec. 
compared 
withi944,5 


Total 


this year 1945/6 


| No. of Week 


1944/5 
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per cent. debentures receded to 106. Among 
Southern stocks the deferred was 22 xq. 
compared with 25 a week ago, and the 
preferred 734 xd., compared with 78. Lop. 
don Transport “C” stock eased on the 
unchanged dividend (although the latter 
was in accordance with expectations) and 
was 61 xd., as compared with 63 a week 
ago, the yield still being materially below 
yields on the junior stocks of the main 
line companies. This is presumably be. 
cause of hopeful views as to the compen- 
sation basis for the stock if London Trans. 
port were included in a comprehensive 
scheme for transport nationalisation: 
alternatively, it is contended there should 
be scope for higher dividends when the 
existing fixed rental agreement ends. 

Argentine rails have continued to reflec; 
news from the Republic and uncertainty 
arising from the U.S. statement. Price 
movements, however, were mostly small on 
balance and very little selling appears to 
have been in progress; but for the time 
being buyers are adopting a waiting atti- 
tude. Compared with a week ago, Buenos 
Ayres Great Southern ordinary has gone 
back from 11 to 104, the 5 per cent. pre- 
ference from 25} to 234 and the 4 per 
cent. debentures from 674 to 654. Central 
Argentine 5 per cent. debentures remained 
at 644, but Buenos Ayres & Pacific conso- 
lidated debentures receded from 60: to §9 
and Buenos Ayres Western 4 per cent. de- 
bentures were 6243. Mexican Railway 6 
per cent. debentures eased to 51}.  Else- 
where, French railway sterling bonds lost 
round, On the other hand, Canadian 
Pacific were a good feature, advancing 
from 261 to 274. 
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